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^ PKEFACE. 



Continuous brakes fill an important part in the con- 
duct and working of railway trains, and I have endea- 
Tonred to contribute my quota of experience in brakes, 
for the diffusion of knowledge and the prevention of 
accidents. The occurrence qf frightfid accidents has 
received a check of late by the introduction of con- 
tinuous brakes. The use of the block-system and 
interlocking points cannot prevent exceptional cases of 
accidents : the derailment of a train, for instance, by 
the failure of the permanent way. More accidents 
haye happened by defective permanent way than by 
^ any other cause. Such accidents may be repeated, and 

^ it is therefore imperative that we should be prepared 

for exceptional cases. A train may be fitted with a 
2' continuous brake, which, whilst the train is on the 

metals, is all right, but, when the train is off the rails, 
is all wrong. 

I have endeavoured to explain from my experience 
what a continuous brake should be capable of doing, and 
when it is found most useful. I have given cases to 
show that a continuous brake in the hands of the 
driver would, in all probability, have saved the lives of 
passengers who were killed. With such evidence 
before us, every accident which takes place in the 
future with fatal results will, no doubt, be subjected to 
rigorous investigation. 
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It would be diflficult even now to predict how it 
would fare with a railway company who were unfor- 
tunate enough to have a fatal accident on their line, with 
a train not fitted with a continuous brake, seeing that 
there are many kinds of continuous brakes in use. 
Even the worst continuous brake is a marvel of 
improvement on the old system of separate and inde- 
pendent brakes under the control of the driver and the 
guards, worked by the primitive mode of turning 
handles. 

I have endeavoured to illustrate continuous brakes 
for the ordinary reader, at the same time adhering 
closely to technical details of construction for the pro- 
fessional reader. I trust that suifficient will have been 
said on each particular brake to convey at once a 
popular idea of the principle and the relative connections 
of the various parts, and a fairly accurate view of the 
mode of working- 

I have aimed at presenting practical facts, and have 
avoided theoretical rules and formulas. In a word, I 
have found the facts in my railway experience, and 
here they are for the benefit of all. 

Michael Reynolds. 

March 1, 1882. 



NOTE. 

I recommend for serious study by the railway world this 
work of Mr, Reynolds', on the subject of Continuous Brakes, 
the text of which I have had much pleasure in revising. He 
has brought together accounts of the leading systems of Con- 
tinuous Brakes which have been tested by practical working in 
this country, and has, in addition, given the benefit of his 
judicious criticism, tempered by experience, which must prove 
valuable to all who desire to understand the subject, 

D. K. Clark. 
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CHAPTER I. 

INTEODUCTION. 

One of the most important questions of the present 
day is, What can be done to prevent fatal accidents P 

Engineers, from Stephenson downwards, have at- 
tempted, in one form or other, its solution. Time and 
talent and money are needed to make a locomotive go. 
But the engine having been made to go, it became as 
hard a problem how to stop it. Before the stage-coaches 
had left the road, locomotives had commenced their little 
collisions. There was a great outcry against railways, and 
this was due entirely to the fact that, after the engine 
was started and had attained its maximum speed, it 
could not be stopped within a reasonable time and dis- 
tance, and therefore intending travellers were afraid to 
risk their necks. No one can look upon one of our 
modem locomotives going at the rate of 60 miles an 
hour without, in his heart, breathing a prayer for the 
safety of the living freight behind it. 

The railway companies have seen and fairly appre- 
ciated the risks. 

B 
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Improvements have been made in signals, in order 
to keep the trains apart. Every accident which has 
happened has been investigated with great care, and 
has been traced to the indirect cause. The direct cause 
has been, in many instances, entirely ignored, or has 
not been considered of suflBcient importance to warrant 
its being dragged to the front and saddled with its share 
of the responsibility* If one train collided with 
another, being within the signals, the remedy was to 
fine or discharge the driver for not obeying the signal. 
If the driver succeeded in proving that the signal was 
in an improper position, or was an improper working 
signal, he would get off with a fine ; if he did not, he 
would be discharged. He might be energetic, or idle ; 
he might be trustworthy, or the reverse ; he might be 
skilful, or incompetent ; he might act intelligently, or 
ignorantly. No allowance was made for running past 
a danger signal. This rule was held sufficient to ensure 
exact obedience ; and it no doubt was possessed of effi- 
cacy in maintaining freedom from accidents. But it was 
simply a striking example of the difficulty of detecting 
the nature of the changes which must of necessity take 
place where prevision is required, as regards the safe 
working of a complex system. 

From the very first, one of the exigencies for safe 
travelling must have struck many people. If the 
driver was supposed to be gifted with prevision or fore- 
cast, and was always to shut off steam in time, it was 
only reasonable to expect that the efficient heads of his 
company would likewise possess foresight, and would 
have placed all the brake-power in the hands of the in- 
dividual who they knew could, in almost all instances, 
see the danger in front of him, or would be the first to 
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find out that lie had inadvertently kept the steam on 
too long. Even now he has, in some instances, 
no control over the train unless he works at parlia- 
mentary speed. Should he be running at a speed of 
60 miles an hour and see an obstruction in front of him 
a mile off, he may be powerless to stop at it. It will form 
one of the most remarkable pages in the history of rail- 
ways that the whole, or nearly the whole, of the im- 
provements which have been made are the fruit of 
human sacrifices, and not the result of man's long- 
sightedness. 

Who would like to go back to the days when there 
were no signals ; when it was not unusual for a driver 
to oversleep himself, and the train was on that account 
delayed ; when some of the carriages were open at the 
top ; when the driver could stop anywhere and blow 
up the fire for more steam P The changes which have 
swept these things away have proved of mutual benefit 
to the public and the companies. Here we come upon 
the law of reciprocal advantage, one of the glorious 
principles which, if followed, must lead to prosperity. 

The company which does, to use a common ex- 
pression, what it likes with its own ; which does as it 
pleases with its capital, will sooner or later find itself 
face to face with an antagonistic inexorable law of 
nature, which has for its aim the material welfare of 
all, and is powerfully at work for the progress of all, 
in comfort, in health, in life. 

The world at large knows that a paper war has been 
going on between the Board of Trade and the railway 
companies respecting brake-power relating to pas- 
senger trains. For many years, it has been well 
known that drivers have run into danger with no power 
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to help themselves excepting by applying six wooden 
brake-blocks to the six tender-wheels of the engine. 
To describe what this inefficient brake-power has 
led to, would be to record some heart-rending scenes, 
giving rise to a doubt as to whether the brake- 
power could not be augmented. In many instances, it 
was clearly shown that danger was observed a mile 
ahead, but all the driver could do to avoid a collision 
was in vain. Collisions were palpably the result of in- 
sufficient brake-power, and the Government Inspector 
brought the matter before the Board of Trade. This 
was done in 1858, and what followed was a step for- 
ward, though it was insufficient to meet every case. 
What was done was this : the companies added more 
brake-vans to their trains ; and in order to economise 
and keep down the length and weight of the train, 
they constructed what is commonly called a composite 
brake-carriage; having a small compartment for the 
guard, and the remaining compartments for third-class 
passengers. Still, accidents happened, and it was not 
an uncommon thing for drivers to get all the blame, 
the railway officials over him presuming (and it could 
only be presumption, as they were not on the engine) 
that he relied too much on this additional brake-power, 
thereby rendering it of little or no value. But, with an 
increase of brake-power, there was still the necessity for 
arousing the guards to act ; and, if the train was loaded 
with luggage, they had, in many instances, to go from 
one end of the van to the other in order to apply the 
brake ; having been, at the time when the driver saw 
the obstruction in front of him, and gave the signal, 
engaged in sorting letters and parcels. Much time 
was thus lost, just when it was required ; and, although 
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the means were at hand, if promptly used, of stopping 
the train, yet, for want of concentrated action on 
the part of those in charge of the train, many yaluable 
lives and much property were destroyed. 

Public opinion was brought to bear upon these 
'lamentable failures of duty towards confiding travellers. 
Failing to place a brake under the control of the 
driver, by which he could have fiill power over the 
train, many companies were nevertheless induced to 
move the distant signals farther from the stations, so 
that the driver should have a greater distance in which 
to pull up. 

The time in which a train could be pulled up was 
not considered of any great importance. It was the 
belief of many officials at one time that, to put the 
whole of the brake-power into the driver's hands was 
simply exposing the whole of the stock to be smashed 
to atoms in the course of a very little time. It was 
said that the driver would run past stations and junc- 
tions, and drive to Jericho, or somewhere worse. It 
was looked upon as madness ; the guArds made all 
sorts of objections; and out came the block-system 
rather than that all control should be given to the man 
at the head of the train. He was considered a man of 
a doubtful sort to have control. By such a course, 
power was taken from the department represented by 
the guard, and transferred to the one which did all the 
work and wore no buttons. 

But, notwithstanding the introduction of the block- 
system, the tide of reform which had already set in in 
some quarters was destined to cover a greater area than 
ever. It became evident that something more was de- 
manded than signals to arrest a deraikdtTa.m in order to 
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prevent its dashing Into a stone bridge or into a chasm. 
The companies could no longer resist the fact that it was 
an awfiil and dreadfully wicked thing to hurl their pas- 
sengers into eternity through want of stopping power, 
especially as the power was in the market for them, 
to be bought if they chose. 

Under the gentle stimulus of the Board of Trade, 
backed by the power of the press and of public opinion, 
the companies were invited to make a show of brakes 
at Newark, in 1875, for stopping trains within a rea- 
sonably short distance. This was the desideratum, in 
case of a sudden accident, such as a waggon-axle break- 
ing, or a passenger train being placed in immediate 
danger by a goods train crossing the line, as at Carlisle 
and other places, or a train being thrown ofE the track 
by a broken rail. 

The experiments made at Newark, hereafter des- 
cribed, were of an interesting character. The interest 
excited was not by any means confined to engineers, as 
it affected the future working of railway trains, and the 
safety of the travelling public, who were as desirous as 
the railway oflScials to possess the best means for dimin- 
ishing the number of accidents. These means have 
chiefly reference to the employment of powerful brakes 
called continuous, by which brake-blocks can be 
applied to all the wheels of a train, entirely under the 
control of the driver and guard, powerful and rapid in 
action, and at the same time distributing the power to 
all the wheels, and diminishing the wear to which 
rolling-stock and permanent way are subjected by 
stopping trains. 

Circumstances may arise which would necessitate 
immediate action on the part of the guard, inde- 
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pendently of the driver, sucli as the breaking of an 
axle, a carriage leaving the rails, a signal from a 
passenger, or a train on fire. Thus, the whole of the 
brake-power is occasionally required by the guard. 
Again, the engine might break away and leave the 
tender and the carriages behind to follow it, perhaps, 
down a steep incline, with no one to stop it but the 
guard. Should it be dark, he might not be aware of 
what had taken place at the front of his train. There- 
fore, the whole of his brake-power should be self-acting 
and capable of bringing a train to rest. A train may 
part asunder in the middle at high speed when running 
over the back of a bank, or running down a- descending 
gradient. In the second case, the rear portion may 
overtake the front portion. Accidents of this kind, 
although rare, are very violent in their character, as 
there is a repetition of collision. Therefore, in these 
cases, also, the brake should be automatic or self-acting. 
A train may start from a terminus with the brake in 
good working order, to all outward appearance ; and, 
when under steam at 60 miles an hour, a cow may be 
seen on the road, and all at once the driver or the 
guard — whichever first may see the cow — finds that 
the brake is out of order. He finds, also, that the 
train started with it out of order ; and therefore the 
brake must be its own tell-tale before starting. It 
might tell its tale by arranging that whenever or 
wherever a train or a carriage is separated from the 
engine the brake shall be found " on.'* This will 
necessitate the driver taking it "off" before starting ; 
and consequently he will know before he moves his 
engine whether the brake is in complete order, and 
ready to act when required. 
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There is another point. The efficiency of the brake- 
power varies with the number of wheels furnished with 
blocks ; for if two or three carriages not fitted with 
blocks are coupled on, either in the middle or at the 
end of a continuous-brake train, the distance run after 
the application of the brake will be augmented in 
consequence. Such a train is not, then, in the literal 
sense of the expression, fitted with a continuous brake. 

We have briefly explained why the question of 
brake-power has in recent years become a topic of 
universal discussion, and we have traced its being to 
the law of progress — a law which cannot be ignored by 
any body of men who profess to be the servants of the 
public. They have to swim with the tide which is 
bearing the nation onwards, covering and destroying 
old theories and revealing new ideas. 



CHAPTER II. 

EARLY BRAKES ON RAILWAY TRAINS. 

It would indeed be an impossible task to say with wbom 
the honour rests of having invented the first brEike. 
Like all great inventions, it is claimed by many, for, 
when a want is felt, the minds of many men are directed 
towards supplying such want. Let one man die or 
give up the pursuit, and another is raised to take his 
place, or perhaps is doing the same thing elsewhere. 

The custom is to sneer at aU early attempts, which 
in their crude form may be very insignificant-looking. 
It is difficult to apportion the due share of merit which 
belongs to mechanical inventors who are accustomed to 
work in some instances upon each other's hints and 
suggestions, as well as by their own experience. 
"There is nothing," says Hawshaw, "really worth 
having that man has obtained, that has not been the 
result of a combined and gradual process of investiga- 
tion.' ' The first idea, bom within some unknown 
brain, passes into other brains, and at last comes forth 
complete. 

One starts an idea, another develops it, and so on 
progressively, until at last it is elaborated and worked 
out in practice ; but the first, not less than the last, is 
entitled to his share in the merit of the invention. 
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Sometimes a great original mind strikes upon some 
new vein of hidden power ; but more frequently 
inventions are not entirely new, but are modifications 
of contrivances previously known. Inventions may come 
before their time. The advanced mind projects some 
idea which cannot be executed until the next genera- 
tion, either through the want of the requisite means, or 
because there is no demand for that particular kind of 
invention. Many of the greatest inventors have lived 
neglected and died penniless, and in their lifetime they 
secured nothing, excepting dry bread, envy, malice, 
and detraction. It is worthy of notice that, of those 
whose names are rescued from oblivion and recorded 
in the immortal page of the world's history, most 
walked forth into the world from places only a shade 
better than hovels, clad in corduroy, and grimed with 
soot, with a strong smell of ill- fare about them. The 
names of many are lost. Who invented the brake ? 
As a matter of history, it is necessary to mention that 
brakes were employed before the railways were worked 
by engines. When horse-power was employed to draw 
waggons from the coalpits to the quays, the maximum 
load for each horse was three tons; and where any 
declivity more than usually steep, termed a *'run," 
occurred, the horse was hooked off and the waggons were 
retarded by a hand-lever. For a long period of time, 
no attempts were made to counteract the rapid descent 
of the waggons or carriages, as they were then (1796) 
called, except by means of hand-levers and ropes. The 
ropes were used on each side of the front waggon by 
the waggoners, being extended across the front; but the 
men often failed to stop them, and the result was the 
occurrence of many sad accidents. Incredible as it 
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may appear, work was suspended and the trains did 
not run when the rails were wet and slippery ; so that 
it was all sunshine work, barring accidents. Sometimes 
horses were required to check the velocity of the wag- 
gons, but the momentum overpowering them, they 
were almost sure to fall, and horse and man were 
frequently killed outright, or left maimed for the 
remainder of their lives, by being dragged down the 
declivity or incline. To prevent such accidents, and to 
utilise the periods of time lost by slippery rails, Mr. 
Le Oaan, of Llanelly, in Carmarthenshire, constructed 
a brake of great simplicity, which, at the time he 
exhibited it, was attached to a common cart used 
upon rails. This 
brake was after- 
wards applied for 
checking or stop- 
ping carriages 
under the circum- 
stances already 
mentioned, and was very successful in its application. 
It was described before the Society of Arts in 1801, 
and received the notice which is generally accorded to 
original inventions. 

The brake is illustrated by Fig. 1. a represents the 
brake-block, which, let it be particularly noticed, was 
of cast-iron, not of wood, pressing against an iron tyre ; 
the block was made a little broader than the tyre of 
the wheel, so that the wear should be equalised across 
the whole of the tread, and it covered half the circum- 
ference of the wheel. The top of the brake turned 
upon a pivot, 6, fixed over the centre of the wheel. 
The lower part was connected by a strong chain, c, to 




Fig. 1. — Le Caan's Brake. 
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the shaft d, which was joioted at e to the frame of the 
cart or waggon. When the horse was upon his legs, 
the shaft, chain, and hrake were in the several posi- 
tions shown hy the dotted lines at /, ^, 6, the brake 
being then quite clear of the wheels, as well as the 
rails. When the horse falls — ^these are the inventor's 
words — the shaft takes the inclined position shown at 
dy and the iron brake-block, by its weight, is thrown 
under the wheel. The rolling motion is changed into 
a sliding one, and the skidding of the wheel either 
stops the descent of the carriage or retards its progress 
sufficiently to prevent the horse being injured or mor- 
tally wounded. After reading the description of this 
brake, one is almost disposed to accept the words of 
Chaucer as true, that " There is nothing new but what 
has had time to get old ;" or, as another writer puts it, 
"There is nothing new but what has before been 
known and forgotten ; " or, in the words of Solomon, 
** The thing that hath been is that which shall be, and 
there is no new thing under the sun." 

After a lapse of half a century, brake-blocks of cast- 
iron were the other day a kind of wonder, and they 
engrossed attention as being of modem invention. Be 
that as it may, we will snatch Le Caan's name from 
oblivion, for his brake is, or rather was, the father of 
all others, and he must have possessed the faculty of 
invention in no ordinary degree. There are many who 
can seize upon and develop the ideas of others, who 
are never able to conceive an original idea for them- 
selves. 

By a long succession of experiments, this brake of 
Le Caan has been improved, and, as seen in the 
present day, there is scarcely a point in it which has 
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not formed tlie subject of a patent. But to the gifted 
individual who conceived the idea of regulating the 
pressure of the block against the face of the wheel by 
means of a screw, belongs the merit of having achieved 
no ordinary result, for under his system we have the 
value of its application and the value of the power ; 
and, for some time, nothing will supersede it as a 
manual retarding force — ^a hand engine of great 
power. 

But this hand-brake was not applied to the earlier 
locomotives, nor was it required, for the plain reason 
that the engineers were putting projecting heads of 
nails or bolts in the rim of the wheels, and the friction 
between the road and th« wheel was sufficient to over- 
come the action of gravitation on the inclines, and 
when, after the lapse of some years, it was found out 
that smooth wheels had sufficient "bite" on smooth 
rails, to efEect a progressive motion, the power of the 
engine was absorbed in moving itself and its load. 
There was in fact no accumulative force in reserve to 
necessitate the use of a retarding power, and none was 
used. The resistance to motion was nearly on a par 
with the force to produce it ; and this was the " mor- 
kin'* that checked the use of locomotives at first about 
Wylam ; and the origin and sole cause of its final suc- 
cess was due to the reduction of what may be termed 
internal friction in the engines. The cylinders were 
bored out, their position in relation to the crank was 
improved, and a deal of dressing was constantly going 
on ; and these ameliorations played so conspicuous 
a part in the front, at the back, and sides of the 
machine, that it was often made to spring ahead a few 
yards when the regulator was open. Instead of an air 
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of unwieldy massiveness, it had the marks of go about 
it. But the brakes were minus, and it became of 
essential importance to be able to arrest the progress 
of an engine. It was a new idea, and in spite of the 
objections, which were many, the awkward fact that 
the engine had become too smart in its movements, led 
to the use of ordinary hand-brakes. There can be no 
question about the Stephensons having heads like a 
carpenter's shop ; nor of their self-consciousness in all 
matters affecting their wide-spreading popularity, and 
so they set to and schemed a brake which was before 
all others of its class, and it is the origin of the brakes 
which in the last few years have been doing such good 
service on engines as train- stoppers — that is, the steam- 
brake. Mr. Robert Stephenson, under a patent dated 
7th October, 1833, " proposed to employ the force of 
steam upon pistons or plungers in small cylinders ; so 
that, when it is required to stop the train, it is only ne- 
cessary to turn a small cock, which allows the steam to 
flow instantaneously through a pipe into the cylinder, 
and by its pressure on the piston give motion to a 
system of levers, which cause two brakes or clogs to be 
forced against the peripheries with great energy, and 
to arrest the motion of the vehicles very quickly. 
These clogs, or brakes, and their mode of action, are 
shown in the side elevation. Fig. 2. a is the hollow 
cylinder into which a plunger is fitted, to act by a lever 
and an upright rod upon the two brake-blocks, d^ d, 
which are suspended by pendulous links from a centre 
pin or bolt fixed to the frame. The brake-blocks are 
caused to apply to the tyres of the wheels k and m, by 
means of links, which are interposed between the two 
brakes, and which links, when put down into an angle, 
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as shown, leave the brakes free of the wheels ; and 
when, by opening the steam-cock c, the steam from the 
boiler is admitted through the p pe 6 into the hollow 
cylinder a, it raises the plunger therein ; and the tatter, 
by its lever and rod, draws up the links towarda a 
straight line, when they force the two brake-blocks 
apart from each other, against the wheels k and m, with 



Fig. 2. — StephengoD'a Steam-Brake. 

multiplied force. Wlien the handle of the cock c is 
turned the other way, it allows the steam to escape 
trota the cylinders into the open air." A vast amount 
of experiment and calculation was expended on this 
design with no material effect, except to deter others 
from imitating it. The reason is not far to seek. Ste- 
phenson applied the steam-brake on the left side of the 
engine only, and did not by connections apply it to the 
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wheels of the right side, which omission would obyi- 
ously cause the engine to make a movement similar to 
that of a ship when the helm is ported. That is, sup- 
posing that the engine could leave the rails and run on 
the ground with a brake-pressure on the left wheels, 
she would describe a circle, and therefore, on a straight 
piece of road, would be liable to leave the rails. Ste- 
phenson knew that, on such an arrangement, there 
would be great lateral pressure of aU the flanges against 
the rails on the brake side, and therefore he removed 
the flanges from the driving-wheels, or rather did not 
put flanges on the driving-wheels of the first engine 
that he fitted with a steam-brake. So the objection 
was partially overcome. To bring home the impression 
of one other essential objection, imagine a crank-axle 
erected on one end and loaded at the other with a fly- 
wheel making two hundred revolutions a minute, sud- 
denly breaked through a powerful lever at the lower end, 
andmassive as a crank may be, we can easily imagine that 
a considerable amoimt of torsion or twisting must take 
place amongst the fibres of the material before it is 
brought to rest; and if it were not strained beyond the 
limits of its strength, it certainly would be injured, 
and therefore it would not be a matter of surprise if 
this steam-brake increased the scrap ruck. Again, the 
" buffing" apparatus resorted to at that period of time 
was in its childhood, and although, on the Manchester 
line, it consisted of a series of rods and elliptical springs, 
it had a wide range of action. In the first place, the 
buffer-rods extended two feet beyond the framing of 
the carriage, and, as illustrated by Fig. 3, they were not 
coupled together. It was thought that, if one carriage 
had a swinging lateral motion, the others would catch 
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it. The elastic force of the spring was adjusted so that 
it could take up the resistance of the carriage slowly, 
and so as almost to be imperceptible to persons sitting 
within it. The 
following car- "~ 
riages in the 
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Fig. 3. — Slack Coupling. 



train were, by- 
similar "nurs- 
ing," brought 
from a state of 
rest into mo- 
tion at a speed 
of 20 miles per hour. When the steam-brake was put 
on — as some drivers do put it on — the folks were very 
unpleasantly jostled together, first ahead and then 
back ; and the concussion was not in any way adapted 
to induce people to patronise the line. 

Various attempts were made to get over the diffi- 
culty, all under letters patent ; and it is interesting and 
amusing to know that close-coupling was the subject of 
a patent in 1835, until which period the carriages were 
left apart. Mr. Booth's patent is illustrated by Fig. 4; 
a aia the connecting coupling, consisting of a double- 
working screw. It is too well known to need to be 
further described; but it is shown here to illustrate the 
means which have been at work to produce combined 
steadiness and smoothness of motion, and so to reduce 
the number of accidents. The radical action of Ste- 
phenson's steam-brake was not regarded as a safe 
adjunct to railway machinery, and the ingenious Mr. 
Booth, who was secretary of the Liverpool and Man- 
chester Railway, patented a different contrivance for 
checking the speed of the engine or stopping it alto- 
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gether in case of an accident. He introduced a ttrottle- 
valve into tlie exhaust- steam pipe, or blast-pipe. From 
this valve a rod extended to the footplate for the con- 
venience of 
the driver ; 
and if he had 
tied a piece of 
string to it 
it may have 
been made 
convenient for 
the guard. By- 
moving the 
valve by 
means of the 
rod, the blast- 
pipe was par- 
tially or alto- 
gether closed ; 
and the driver when he wished to stop, without shutting 
off the steam, had only to contract this throttle- valve, or 
close it, in order to skid the driving-wheel : a result 
which was caused by the back pressure on the piston. 
The train could by this means be checked at pleasure, 
provided that the driver contracted the exhaust-pipe 
judiciously ; but it is a well-known fact amongst rail- 
way men, that while nine men in ten may use and not 
abuse a good idea, the tenth man may bring it into 
disrepute, and even into disuse, by using it ignorantly. 
Here we have two distinct systems of brakes, both of 
fchem very powerful but badly applied. The steam- 
brake should have been applied to both sides of the 
engine, and it should have been put in the power of 




Fig. 4.— Booth's Tight Coupling. 
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the driver to have locked the wheel with it. In fact, 
it is a mistake to place a brake in the driver's hands 
that can lock the wheels. It may be tested and found 
capable of doing what is wanted, just as a locomotive 
boiler is tested and is found capable of standing a 
pressure double the working pressure. But no one 
thinks of letting a driver work a boiler at a maximum 
pressure to wear it out. Why, then, allow the driver 
to wear the wheels into flat places, and wear out the 
blocks ? Every fireman knows that by a few sudden 
and smart applications of the brake-blocks to the 
wheels, followed by the application of a constant mode- 
rate pressure, he can stop a train much more quickly 
than by skidding the wheels. As regards the throttle- 
valve in the blast-pipe, it should have been made so 
that it was impossible, at any rate of speed, to arrest 
the pistons of the engines by closing it. The conse- 
quence of skidding the wheels was a loss of retarding 
power, or a loss of friction. 

Friction is the resistance experienced when one body 
is rubbed upon another body. Friction, while it does 
not increase with the extent of rubbing surface, in- 
creases with the velocity. The friction generated 
during each revolution of a wheel is the same with a 
given constant pressure of the brake-block, whether the 
wheel makes two hundred or four hundred revolutions 
per minute. In the latter case, however, there are 
twice the number of revolutions made that there are in 
the former case ; and therefore, though the friction per 
revolution is the same, the friction per minute is 
doubled. If a brake is suddenly applied the number 
of revolutions of the wheel per minute are rapidly re- 
duced^ and also the amount of friction ; and if the brake 
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is suddenly released the rotation of the wheel increases 
until it makes the same number of revolutions per 
minute as the unbraked wheels. We again apply the 
brake to the same wheel, and instead of applying: the 
block to a surface traversing at the same rate as Wore, 
when the brake was taken oS, the surface revolves at a 
higher rate, and there is an increased development of 
friction-surface. 

It does not signify how smooth two rubbing surfaces 
may look to the eye. They are rough ; if you will, 
they are as rough as a rasp. Imagine two such rasps^ 
called, one of them a wheel, and the other a brake- 
block; the former in motion, the other fixed. The 
touching points of one surface must mount upon those 
of the other, and a number of such little obstructions 
must act as a retarding power. More or less of this 
will depend upon the pressure which forces the two 
surfaces together, causing them, so to speak, to partly 
interlock. But they wrench themselves asunder. Ad- 
ditional pressure is applied, and then they are pressed 
60 closely together as to effect a final hold of each other, 
owing only to the adhesive power of the metal. The 
wheel skids ; friction is proportionate to the number of 
these touching points, and the force which presses them 
together. The number of touching points between the 
surface of a brake-block and the wheel are exceedingly 
more numerous than the touching points between the 
tread of the tyre and the rail ; and when a wheel skids 
the rail becomes a brake-block, and the total weight sup- 
ported through the wheel by the rail is the pressure which 
forces the wheel and the rail together. It is obvious, 
that in proportion as the two surfaces are dissimilar, 
so is the element of friction, and the retarding force. 



CHAPTER in. 

CONDITIONS OF A PERFECT BRAKE. 

We were able to travel as fast tliirty years ago as at 
the present day ; but we have now, in the year 1881, 
accumulated experience in proof that by running as 
fast without the means of pulling up more quickly 
than formerly, we are not working so safely. There is 
an increase of traffic, which means more trains^ more 
wear and tear, both to vehicles and to the permanent 
way ; and, therefore, we are liable to more fatal acci- 
dents. It is consequently necessary to seriously 
consider the best means for quickly reducing the 
momentum of fast trains, and it is only within 
the last few years that we have really thought of 
abandoning the rude and primitive contrivance of 
turning handles in different parts of a railway train 
for a more mechanical plan of applying brake-blocks 
to every vehicle in the train. 

It is extraordinary that this plan was not adopted 
at first, or that the speed of trains was not curtailed by 
Act of Parliament. It was in consequence of the want 
of better means of applying brake-power, that the 
signal arrangements have become so complicated, and 
signal-boxes placed here and there on the side of the 
railway embankment ; with the disadvantages of extra 



22 CONTINUOUS RAILWAY BRAKES. 

outlay and of difficulty and uncertainty in working ; 
of the signals being placed out of siglit of tlie signal- 
man, and of employing electric repeaters in the cabin 
to indicate whether the arms of the signals are work- 
ing, and that special brake-vans are employed, with 
extra guards. All this means an enormous amount of 
increase in risk. For want of a larger proportion of 
brake-power, much time is lost on every journey, and 
engine-drivers are compelled to slacken speed at long 
distances from points of stoppage. The more frequent 
the stoppages, the greater is the time that is thus con- 
sumed. It is well known that, of many of the railway 
accidents of magnitude that have hitherto occurred, 
the origin was to be found in some train losing time. 
This cause is chiefly applicable to the drivers of goods- 
trains, who lose time in stopping a train of 40 waggons 
by having no other means than a^ hand-brake on the 
engine, and by the guard applying his brake on only 
four wheels of his van. 

There is no doubt that we are even now going to 
work in an odd sort of fashion. If goods trains have 
been the cause of nearly all accidents, one would think 
that we should try and get them out of the way or off 
the road sooner, by applying more brake-power to them. 
We are doing nothing of the sort ; the goods are where 
they have always been — crawling along ; in fact, the 
goods trains get worse and worse. Although the fact 
has been patent that the number of accidents can be 
enormously lessened, if not totally extinguished, by 
employing continuous brakes, yet there is no other 
subject so hotly contested in the railway world at the 
present moment as to how to do it. Not only is there 
diversity of opinion, but there are also prejudices, and 
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feelings, and interests at stake, whicli tend to prevent 
the plain truth from being agreed upon. Each Board 
of Directors has confidence, more or less, in its own 
technical officer, and looks at the matter through his 
opinion or his written report. These officers according 
to their opportunities, their special knowledge, their 
qualifications, or their experience, have formed honest, 
and, in many instances, very different opinions. 

As in the construction of engines, and in engine 
work, each engineer has his own design, so also he has 
committed himself confidently to some system for stop- 
ping his trains. Now the first condition required in a 
good system of brakes, is the means of applying it from 
the front, from which position danger is, as a rule, 
first seen. It is the engine-driver's duty to regulate 
the speed, to look out for signals or obstructions, to 
bring the train to a stand at the required point in a 
given time — ^in fact, to act with promptitude ; in a case 
of emergency to have the train under his control. 
Having the responsibility, he ought clearly also to have 
the power of directing the movements of the train, and 
be able to reduce the speed or to increase it at his dis- 
cretion. When he sees danger ahead, he ought not to 
be obliged to trust to the guard to apply his brake, for 
he might be dead or asleep. In reply to a warning 
from the engine-whistle, no fact is more certainly 
established, than that the guard, after the train is 
stopped, tells the driver he did not hear the whistle. 

Afl one of the very numerous instances of the want 
of immediate action on the driver's part, we may 
mention a case which occurred on the Somerset and 
Dorset Railway. In this instance, an up-passenger 
train for Bath was travelling at a speed of 35 miles an 
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hour, wlien tte leading wheels of the engine left the 
rails, owing to a defect in the permanent way. The 
engine ran thus for 200 yards before the driving-wheels 
left the rails. It then turned over on its side at a point 
240 yards from the point of first disturbance. The 
engine-driver was killed, and the fireman and the guard, 
who narrowly escaped with their lives, were severely in- 
jured. If the driver had been able at once to apply a 
continuous brake throughout the train on finding the 
leading wheels of the engine off the rails, the train 
might have been pulled up with scarcely any damage, 
and no one might have been killed or injured. The 
engine-driver should be able himself to bring imme- 
diate action on the train when necessary, by some 
process easy to himself and always certain in its effects. 
Another condition indispensable for a good system is 
that the guard should also have the power of setting 
the same force into immediate action when required — 
on the failure of a wheel in the centre of the train, or 
when one of the passengers is endeavouring to escape 
from an assailant Not many years ago, a young lady 
rode on the step of a carriage for some miles before the 
guard who saw her could command the driver's atten- 
tion. 

Again, a good system includes automatic action ; 
that is, in case of the failure of a coupling-spring, axle, 
or tyre, so as to cause the train to part asunder at or 
near the middle, the separation of the train should 
bring about the immediate action of the brake without 
the intervention of the driver or the guard. 

In order that this condition may be properly com- 
plied with, each carriage must carry its own brake- 
power, and it should not be dependent upon power 
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supplied from any other vehicle. The necessity for 
this condition has been proved in numerous instances. 
Two of the most serious accidents in this country as 
regards the number of deaths caused by them, occurred 
in consequence of the fracture of a coupling and the 
running back of carriages down inclines, those namely 
at Brierly Hill, on the Oxford, Worcester, and Wol- 
verhampton Railway, and at Helmshore, on the East 
Lancashire Railway. At Morpeth, in consequence of 
the defective condition of the permanent way, the 
train left the metals and parted asunder. The rear 
portion drove at a speed of 25 miles an hour into the 
front portion, and three carriages were so utterly de- 
stroyed as to be undistinguishable. The wheels of one 
of them, together with the remains of a passenger, were 
taken out afterwards from the tank of the tender, into 
which they had been driven. Five passengers lost 
their lives. 

Without multiplying instances, it is sufficient to 
state that hardly any accident of a serious character 
takes place with separation of the couplings between 
the vehicles, in which it would not be an all-important 
advantage for each carriage to act for itself at once with- 
out waiting for the driver or the guard to act upon it. 

This desideratum will be easily understood when it is 
remembered that the destruction to the vehicles and 
the loss of life to the passengers on such occasions is 
commonly caused by the hind carriages running for- 
ward, when on a descending incline, with accumula- 
ting momentum upon the front carriages. Another 
feature of a good system is that it must be its own 
tell-tale. This, in the eyes of an engineer, appears just 
as necessary as to have a steam-pressure gauge on a 
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locomotive-boiler. Undtr a bad and rotten system^ 
a train may be started with the brake-apparatus not 
coupled up, or with its parts out of order, unknown to 
the driver when he starts on a journey ; and he may 
only discover that his brake is defective when he finds 
that the floods have washed a bridge away and he 
wants to pull up the train before the engine and the 
train can go down and drown the passengers. 

Another important condition of a good system is 
promptness of action, or application with the full 
pressure of the blocks to the wheels within a few 
seconds. The necessity for this requirement will be at 
once realised when it is remembered that, in one 
second, a train travelling at 60 miles per hour 
passes over 88 feet ; at 45 miles an hour, 66 feet ; and 
30 miles an hour, 44 feet. A train travels 100 yards, 
at 60 miles an hour, in 3*4 seconds ; at 45 miles, 100 
yards in 4*6 seconds; and at 30 miles an hour, 100 
yards in 6*8 seconds. When an accident occurs in 
which a carriage leaves the rails by failure in any 
portion of a train, it may be of great, and even of vital 
importance, immediately to reduce the momentum of 
every part of the train, and every extra second 
expended before this action is commenced may involve 
a case of life or death. 

When an engine-driver observes an obstruction 100 
yards or 200 yards in front of him, the instantaneous 
application of his brake will, if it cannot prevent, 
materially reduce the damage caused by collision. It 
will save the passengers from injury, and will avert all 
risk of the subsequent rebound of the buffers, which is 
often the cause of the worst damage— even when a 
collision ensues. 
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At the collision at Saltney, on the Great Western 
Railway, where the engine-driver of a passenger train 
was warned by an engine-driver travelling in the 
opposite direction of an obstruction in his way in the 
dark, 328 yards from him, caused by some waggons 
having, in the process of shunting, been thrown from a 
siding; the passenger train might, by the instantaneous 
action of a good continuous brake, have been stopped 
within the distance. 

Another point of great importance is simplicity of 
working, which is a different thing to simplicity of 
construction. At the opening of a mine or a water- 
works or pumping station, we sometimes read of Lady 
Puff having taken hold of the starting lever, and, 
by a gentle pressure of the hand, put the whole of the 
gigantic machinery into motion. Nobody will deny 
that there is a vast amount of complication in the 
machinery, in the parallel-motion, valves, and conden- 
sers. In fact, beneath the floor there seems no end of 
bell-crank levers, buckets, cocks, and spanner handles. 
But there is a remarkable contrast in the working, it is 
in fact so simple that a child can start or stop the 
movements. 

Even so with a brake. Whatever its construction 
may be, one thing is certain, and that is, it must work 
with great simplicity. Simplicity as regards the 
application of railway brakes is not obtained by the 
system now more commonly employed of turning 
handles and twisting oneself into an uncomfortable 
position. There is not only hard and laborious work 
required to put the brake " on," but there is a second 
dose of strength demanded to take it " off^^ again when 
required. The operation is barbarous and out of place 
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in these advanced times, when an ounce of steam can 
do the same thing in less time, and do it hotter. 

Lastly, the workmanship of a good system must he 
of the very best. A brake is a life-saving apparatus, 
and therefore the materials must also be of A 1 quality, 
to stand knocking about, and to be eminently durable. 



CHAPTER IV. 

THE SCKEW-BRAKE. 

The application of the steam-brake was not generally 
entertained, as the question arose whether, in the hands 
of the drivers, it was not holding out to them an in- 
ducement to convert into a source of danger what was 
intended to be used for public safety. Men will never 
be otherwise than fallible, and, in view of this, railway 
companies have always reduced in all ordinary cases 
what might be a risk of accident to a possible risk of 
delay. When the sheet-iron screen for drivers on the 
locomotive engines was first talked about, any one who 
had courage and sense enough to express himself in 
favour of its general adoption, was put down a notch 
by the argument that, without screens, even when the 
driver has a full view of the track, accidents of a 
serious kind occur, and what indeed would be the result 
if you lull the driver into false security by warmth 
and comfort within a " cab." To speak mildly, it is 
an abominable idea. This was the opinion of the 
majority of the Stephenson-made engineers. The 
young men, the second generation, were more advanced. 
For years, the guard rode outside on the top of the 
carriage, where he was supposed to see over the engine, 
and to see everything before his train, but this outer 
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barbarism cut the men's eyes out witb engine-coke, and 
the priming marks made him a black-and-white spot- 
ted non-conductor. He was too blind to give attention, 
and too black for refinement. 

At last, after a good deal of " bowie knife *' work, 
the young blood had the best of it, and the man was 
placed inside, but it was believed by the older officials 
to be the beginning of an ingenious invention for pro- 
ducing caoutchouc jaws, glass eyes, silver cranium, 
platinum noses, and artificial arms and legs by the 
dozen. A ludicrous effect was produced by a sketch 
in which the driver is represented rapping, by means 
of a brass knocker on the guard's van door, and pulling 
a side bell, in order to inform the guard that they were 
in front of a bull on the line, and would he please give 
instructions what was to be done. 

It illustrated human nature out in the cold, and in 
the full force of the storm, looking with envious eyes 
on another as snug as a passenger. 

The argument has been put forward over and over 
again that the brake-power should be distributed 
between two or three men in different parts of a train ; 
and, wholly or partially, this opinion has prevailed. 
But, when collisions have occurred from trains entering 
stations at too high a speed, the guard has as often 
accused the driver of running too recklessly, as the 
driver has accused the guard of neglecting the 
brake. 

As a matter of fact, the screw-brake was relied upon 
in preference to the steam-brake. Experiments were 
made on the East Lancashire and Lancashire and York- 
shire railways by Mr. Newall and Mr. Fay to make 
the screw-brake continuous, and brake-blocks were 
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applied to every wheel in tlie train. A coiled spring 
was put into compression by tte action of the guard in 
the carriage before the train started. At any time 
afterwards, if the brakes were to be applied, the guard 
had merely to release the springs, and the whole of 
their power was at once put upon the wheels. 

In this way screw-brakes were made continuous 
and instantaneous in action, but they had the cardinal 
defect of being in the wrong hands, namely, that of the 
guards, instead of being in the hands of the drivers : 
notwithstanding the glaring fact that the driver of a 
stage coach had the brake-power placed so that he 
could apply it at his pleasure. 

How ridiculous it would have been to have heard 
the driver shouting to the conductor, " Hold on ! hold 
on ! we shall be in the ditch ! " However, as a matter 
of historical accuracy, the screw continuous-brake was, 
when made continuous, a very powerful train-stopper, 
and that in advance of all others. It consisted of a 
shaft extending from one carriage to another, the 
revolutions of which screwed up the blocks upon the 
carriages to which they were applied. This shaft is 
put into operation by means of hand-gearing in the 
brake-vans ; and it may, therefore, be considered merely 
as an extension of the old hand-system, converting the 
carriages into so many brake-vans, all of which are 
placed under the control of the guard, who, when 
putting his own brake on, applies also those on the 
carriages. It is evident that, in order to exert his 
power efEectively throughout an entire train of, say, 
200 tons weight, a considerable quantity of gearing 
would be required to multiply the power to the extent 
necessary for forcing the blocks against the wheels. 
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This occupied some time, and while the power was 
being accumulated, time was being lost in stopping. 

But the results obtained had never been exceeded 
before. This form of screw-brake was employed with 
unique advantage on railways with inclines ; and, in 
fact, many companies applied it — some to the whole 
train, others to only two or three carriages ; but the 
system of placing the brake-power in the second horse- 
man's hands instead of in the first horseman's hands 
absorbed seventy-five per cent, of its value. So much 
for fancy and prejudice. 

It has already been mentioned that the screw-brake 
could be brought into action by means of coiled springs, 
and that it had the advantage of rapid application : but 
it required constant adjustment to insure that the blocks 
should touch the wheels simultaneously, and should 
act with equal force. It will be seen that many of 
the conditions required of a good brake are not fulfilled 
in the continuous screw-brake. The chief defect is the 
fact of its being employed by the guard only ; and 
there is the defect that it is not automatic, which 
is a most important principle of action where there 
are steep gradients. 



CHAPTER V. 

CHAIN-BRAKES. 

Chain-Brake No. 1. 

The advantage of a continuous-brake was clearly 
demonstrated by the efficiency of the screw-brake for 
ordinary working. 

It possessed much greater retarding power than any 
previous brakes ; and this fact set men thinking, for it 
supplied the means of stopping quickly ; and where 
there were many stoppages to be made, it enabled the 
driver to run more quickly up to a stopping station. 

There was another thing, when hand-brakes were 
used, say, in the front-van and the rear- van of a train : 
the wheels of these two vans required to be taken out 
about every eight or ten weeks to be turned up in a 
lathe, in order to remove the flat places made in them 
by skidding, and to restore the tyres to circular form. 

The great destruction, not only of the wheels them- 
selves, but also of the carriages and the rails, and the 
loss of the use of the carriage, were evils which were 
largely reduced by the use of continuous brakes, by 
means of which a lighter pressure was put on more 
pairs of wheels than previously. The railway officials 
were not slow to appreciate this advantage, from a com- 
mercial point of view, and a chain-brake was invented 

D 
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by Mr. John Clark, consisting of a cliain running 
underneath the carriages and passing under and over 
pulleys. 

One end of this chain is secured to the end of the 
furthest carriage upon which it is required to exert its 
influence, and the other to a revolving shaft on the 
brake-van. This shaft carries a friction-drum which, 
being put into motion, winds up the chain, and thereby 
the levers on each carriage are raised and the brake 
applied. On the axle of the brake-van is also a friction- 
drum, and in order to apply the brake, it is only neces- 
sary to bring the two portions of the drums into 
frictional contact. The chain is wound up on the 
shaft, and the brake is thereby applied. The brakes 
are put into operation by the guard by means of a 
weighted lever, which, being released by the trigger 
supporting it, brings the two frictional surfaces of the 
drum into contact. It will be seen that, having simply 
to release the trigger, this brake is capable of very 
quick application. At 60 miles per hour, a 3 ft. 
6 inch wheel makes 7*3 revolutions per second ;. and sup- 
posing the friction-drum to be of the same diameter, and 
the shaft upon which the chain is wound to be 4 inches 
in diameter, one foot of chain would be wound up 
for every revolution of the shaft, or 7*3 feet per second, 
provided there was no slip in the friction-drum. If the 
slack amounted to one foot upon each carriage, the brake 
would therefore be applied on seven carriages in one 
second of time at 60 miles an hour, and in two seconds 
on fourteen carriages. The efiiciency of this brake 
depends, first, upon the vigilance of the guards ; and 
secondly, upon the friction or bite of the drum neces- 
sary to keep the chain taut. In the application of this 
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principle, it has been customary to extend the chain 
only to a certain number of carriages at each end of 
the train, and to place the two sections of carriages so 
connected under the separate control of the front guard 
and the rear guard. The chain-brake can be applied 
by the driver by means of a cord communication as 
shown. This cord can be carried the entire length 
of the train, and attached to the triggers supporting 
the levers in the brake-vans. Upon pulling the cord 
from the engine, the triggers are released, and the brakes 
applied by the falling of the weighted levers which 
press the parts of the friction-drum together. When 
the train is accidentally divided, the cord is pulled into 
tension, and the same result follows as though the 
driver pulled the cord ; bdt should the division take 
place between any of the carriages connected to- 
gether by the chain, the brake on that portion would 
not be applied because the power would be lost. If the 
chain were extended the whole length of the train, the 
brakes could not act automatically in the event of the 
train separating, although the levers would be released 
by the breaking of the cord, because the chain would be 
loose and the friction-pulleys would have nothing to 
tighten against. 

In the application of this principle it is, therefore, 
necessary to divide the train into portions, so that the 
whole power may not be lost by any accidental breaking 
of the chain. By this arrangement the driver can 
apply the brakes by pulling the cord, but they must be 
taken off by the guards, thus making the working of 
the brakes a matter of divided responsibility. 

This brake cannot be put on gradually. When the 
trigger is released it is at once fully appliel sufficiently 
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to skid the wheels in all kinds of weather. This is a 
matter of very great importance. 

In dry weather the friction between the wheel and 
the rail may be set down as one-third of the weight 
upon the wheel. On a humid rail — ^neither wet nor 
dry — the friction is about one-tenth of the weight. It 
is clear that to pull up with the greatest possible 
rapidity, at all times, there must be power sufficient to 
apply the greatest pressure required under any cir- 
cumstances. 

Evidently, the conditions which have been formulated 
for a good system of brake, are not to be foimd in the 
chain-brake. It has certainly one very good feature in it, 
and that is, the driver can use it well in an emergency, 
but it is not automatic, and therefore it fails where the 
cardinal quality of a good brake is required, namely, 
when a train is derailed, or is pulled as,under by an 
inexperienced driver, through the opening of the regu- 
lator of the engine at random. 

Chain-Brake No. 2. 

The No. 2 form of chain-brake is constructed on the 
principle of keeping the chain constantly under tension, 
whereby weighted levers or springs, which are employed 
to apply the brakes on each carriage, are kept out of 
action. The brakes in this case are applied by relaxing 
the chain; and it is evident that, as the power for 
applying the brakes is furnished by the levers or 
springs on each individual carriage, the automatic 
action is obtained by the breaking of the chain in any 
part of its length. This arrangement, however, re- 
quires means of winding up the chain and keeping 
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it in tension, which is done by means of a winding- 
up apparatus in the brake-vans, and so long as trains 
are attached to such vans, this is practicable, but it 
would be difficult to apply such an apparatus on each 
carriage so as to be conveniently worked when the 
brake-van is not available, and at the same time to 
provide for the free control of the chain from the vans, 
when the train is made up complete. 

Clark's Chain-Brake. 

Clark's chain-brake is shown in Figs. 5, 6, 7, as 
applied to the frame of a railway, carriage, a are the 
brake-blocks fitted to the pendulous brackets, 6. The 
levers, c, c , jointed to the brackets, 6, are connected at 
their lower ends by pulling-rods, d. One lever, c, of 
each pair is held by a pulling- rod, e, to the frame of 
the carriage as a fulcrum ; and the other levers, c', are 
jointed to two tension-rods,/,/'. Upon the tension- 
rods, two or more spiral springs, g, are fitted in such a 
manner that when the tension-rods,/, /', are pulled, by 
screws or other suitable apparatus fitted on the guard's- 
van or engine, they compress the springs which rest 
upon brackets, A, attached to the frame of the carriage. 
When the springs are compressed the brake-blocks, «, 
are drawn clear of the carriage-wheels, and by the 
recoil of the springs, g, the blocks are pressed upon the 
wheels, and the brake is applied. 

This result may either be attained by releasing the 
tension-rods, /, /', by the apparatus in the guard's-van 
by the engine-driver, or in the event of the train 
breaking away accidentally the recoil of the springs 
will apply the break automatically. The rods, /, /', are 
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jointed to levers, i, working on fulcrum-bracbeta, k, 
attached to the 
framing of the 
carriage, so that 
when one of the 
rods, /, /', is 
pulled in the 
manner already 
described, the 
other rod is also 
pulled, and 
^ thereby the 
g brake is applied 
i on both sides of 
^ the carriage 
." simultaneously. 
S To enable the 
I tension -rods, 
"i. />/>' **• work 
_^- alongatrainover 
g, sharp curves, 
^ they are so fitted 
as to converge at 
or near the ful- 
crum - pin, I, 
where they may 
be joint«d to 
radial links to 
guide them ; or 
they can be 
formed of steel- 
wire rope, and 
be passed through holes in the head of the fiilcrum- 
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pin. The ends of the rods, /, f^ are formed with right 
and left-hand couplings. 

Fig. 8 shows the arrangement to regulate the friction- 
wheels used for tightening the chain of the brake, a 
is a longitudinal rod jointed to the pendulous-lever, 6, 
and sliding in a check-plate, c, fixed to the frame of the 
carriage. "When it is required to keep the friction- 
wheel, rf, out of contact with the drum, ^, upon the 
axle, /, a detent, ^, is placed in the gap, A, of the rod, «, 
and thereby prevents the said rod from sliding in the 
check-plate, c, and thus keeps the friction-wheel, rf, out 
of contact with the drum when so required. A similar 




Fig. 8. — Clark's Chain-Brake— Friction- Wheels. 

arrangement is fitted to the friction-wheel, cT, for the 
same object. 

The mode employed by Mr. Clark to work chain- 
brakes automatically, in the event of the train dividing 
accidentally, is shown in Figs. 9 and 10. It may also be 
used for working such brakes negatively for ordinary 
stoppages. The through chain is wound up and kept 
tight by suitable gear in the guard's- van or the engine, 
while the train is running, and the brake-blocks are 
thus kept from pressing against the wheels. But 
when the brake is required to stop the train, the 
chain is slackened, and, by the recoil of springs on 
each carriage, the brake is applied, a is the chain, 
supported on pulleys fitted to the carriage under frame. 




40 CJONTINITOUS RAILWAY BHAKK8. 

Two chain pulleys, b, are fitted in pendulous links, c, 
from brackets, rf, whict are also fitted to the under- frame 
of the carriage. 
The chain pulley, 
e, is fitted to a 
bracket, /, which 
slides upon the two 
vertical rods, g, 
upon which are 
placed the spring, 
h. The bracket, /, 
is fitted with a hook, 
^ (', which hooks upon 
I the fulcrum-pin, k, 
"g of the compound 
" links, /. In this 

1 manner, when the 
_» chain, a, is tight- 
j ened by means of 
^ friction-wheels 

2 worked by contact 
1 with the van-axle 
a, or another axle of 
& the train, the chain- 
^ pulley, e, is raised, 

which compresses 
the springs, h, and 
raises the pin, k, 
so that the pull- 
ing- rods, m, keep 
the blocks out of contact with the wheels of the 
carriage, so long as the chain, a, ia kept tight. 
But, if the chain gets broken by reason of the train 
dividing accidentally, or if it be slackened by any 
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means for the regular stopping of the train, the springs, 
A, recoil and apply the brake with the force stored in 
them, n is a rotating-rod or lever which is connected 
to the hook, «, to disconnect the brake from working 
when it is not required. 

Conclusions, — The Clark chain-brake, as described, is 
a modification of the Clark chain-brake as used for- 
merly, which has been applied to a great number of 
railway carriages in this country. But it has the great 
defects of all chain-brakes : — 1st. That it can only be 
used on very short trains, or portions of trains, so that it 
is practically a sectional brake rather than a contin- 
uous brake. 2nd. The action cannot be controlled ; that 
is to say, when applied, the action is in full force, because 
the friction between the pulleys cannot be graduated. 
On account of this, chain-brakes will at all times be very 
rough brakes. 3rd. It is influenced by changes in the 
weather, and it very commonly happens that drums 
and pulleys become coated with ice in winter. The 
friction-pulleys, under such circumstances, lose entirely 
their grip, and the brake is rendered powerless. 4th. 
It not unfrequently happens that in winter the chain 
gets frozen fast on its guiding pulleys. In this case, 
the brakes cannot be either applied to or taken off the 
wheels. 6th. This brake, as generally fitted in this 
country, is, for the convenience of the traffic, worked 
from the van, and not by the driver. Evidently, this 
is a bad practice, that is sure to lead to disasters, as 
has been the case in many instances. 

It may be added that the chain-brake is very old, 
and that it has been tried more than any other brake ; 
and if this brake were a really satisfactory solution of 
the problem, it would have become, ere now, the uni- 
versal brake of the world. 



CHAPTER VL 

SMITH'S VACUUM-BRAKE. 

Smith's vacuum-brake is a non- automatic brake, con- 
sisting of a line of pipes coupled between the carriages, 
with flexible couplings. Each carriage has one or 
more flexible chambers in connection with the main pipe, 
the flexible part being attached to the brake-levers. 
To apply the brakes, the air is drawn from the main 
pipe and flexible chambers by means of an ejector 
placed on the engine, and a jet of steam from the 
boiler. The flexible chambers collapse under the 
external atmospheric pressure, and exert a certain 
pulling force on the brake-rods. 

The method of mounting the apparatus on the locomo- 
tive and tender, and of applying it to them is illustrated 
by Plate I. a is a single or double ejector, placed in a 
position convenient for exhausting into the smokebox of 
the locomotive ; b 6 is the starting- valve and pipe leading 
to the ejector ; c c, the handle and rod by which the 
driver opens the steam- valve to apply the brake ; d d, 
the air- valve to release the brake, and pipe leading to 
pipe-service through the train ; e, the vacuum gauge ; 
vppy the pipe-service from sacks to ejector ; s, the sacks 
or collapsing cylinders. 

In Plate II. the application of the vacuum-brake to 
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the luggage-van and to the carriages of the train is 
illustrated: — p is the pipe-service through the train 
from the sacks to the ejector ; h, the hose and coupling 
between the carriages ; s, the sacks or collapsing 
cylinders. 

The brake, being non-automatic, is powerless if the 
couplings between the carriages become undone, or if 
the flexible chambers give way by wear and tear, or if 
the main pipe breaks. Like all other non-automatic 
brakes, it has the disadvantage of becoming power- 
less in case of accident, because the first shock 
generally breaks a part of the apparatus, and 
thereby releases the brakes at the very instant that 
they are th6 most needed. This has been shown in 
many accidents to trains fitted with the Smith's vacuum- 
brake. The brake is poweriess also in the case of a 
train breaking loose on an incline; the rear portion 
runs back without the driver knowing it, and without 
anybody being able to stop it. Such cases are ex- 
tremely dangerous, and result almost invariably in 
serious accidents. 



CHAPTER VII. 

HARDY'S VACUUM-BKAKE. 

The general principle of Hardy's vacuum-brake is 
identical with that of Smith's. The points of difference 
are as follow : — The ejector is always double^ and is 
specially constructed to act upon the engine and tender 
independently of its action upon the carriages. The 
action is simultaneous, one steam-jet only being used. 
By this arrangement the engine and tender brakes are 
not rendered ineffective should the hose between 
tender and train be left uncoupled. The use of the 
double ejector also insures much better stopping results 
in case of emergency, &c., and it is unquestionably 
a valuable improvement. The vacuum-chamber or 
cylinder is also of a very different design. In the brake 
under description, the flexible portion is of leather, 
which is completely protected by an iron casing. This 
form is greatly preferred by many engineers, especially 
for application to locomotives and tenders. A single 
line of pipe is also a speciality of the Hardy system. 

The general arrangement is illustrated by Plate III. : 
E, ejector, double-acting, shows chambers separated 
by partition ; p, pipe- service to the train ; p', pipe-ser- 
vice to the engine and tender ; ccc, vacuum cylinders ; 
c c, show leather in section. 
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The application of the brake to the luggage-van and 
to the carriages of the train is shown in Plate IV. : 
c, vacuum cylinders; p, pipe-service (single). 

Hardy's Automatic Vacuum-Brake. 

In this apparatus, a vacuum is maintained in the main 
pipe and reservoirs under the carriages by means of an 
ejector on the engine. These reservoirs carry valves 
so constructed as to establish a communication between 
the flexible sack and the reservoirs as soon as the 
vacuum in the main pipe is destroyed. The ejector on 
the engine is so combined with a flexible sack and 
steam-cylinder as to maintain automatically a vacuum 
in the main pipe. 

The attachment on the engine for automatically 
maintaining the constant vacuum is show in Plate V : 
A, the ejector as ordinarily placed; B,the starting valve; 
D d, the handle and pull-rod for opening the starting- 
valve ; E, the air- valve for applying the brake ; c, small 
vacuum-cylinder or sack ; s, small steam-cylinder for 
opening the starting- valve ; v, intermediate small steam- 
valve or stop-cock for supplying steam to the steam- 
cylinder s, and opened and closed by the vacuum- 
cylinder e ; o, stop-cock in the pipe leading from the 
cylinder c to the pipe through the train ; x, exhaust 
pipe from the steam-cylinder s ; t, rubber lift- valve, 
opening only towards the ejector. 

This automatic addition has been devised with a 
view to meet the possible contingency of the Board of 
Trade requiring from railways the adoption of an 
automatic brake. The method of working is as fol- 
lows : — The driver, before leaving a terminal station^ 
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opens the starting-valve by means of the handle and 
rod D d, thereby creating a vacuum in the pipes and 
reservoirs throughout the train, also in the vacuum- 
cylinder or sack c. This vacuum is ordinarily 24 
inches or eight- tenths of an atmosphere ; the brakes are 
then off the wheels, and they remain so until the vacuum 
in the pipes is lessened or destroyed to a point below 
one- third of an atmosphere, or 10 inches. To provide 
against the application of the brakes through any 
gradual leakage through the pipes, the cylinder or sack 
c is weighted by a spiral spring or weight, so that 
by the destruction of 5 inches of vacuum or one-sixth 
of an atmosphere in the pipes, the valve or stop-cock 
V is opened, permitting steam to enter the cylinder 
s, which at once opens the starting valve B, instantly 
restoring the vacuum in the pipes and sack c, closing 
the valve or stop-cock v. The steam in the cylinder s 
then escapes by the pipe x, when the starting valve b 
is closed by a spiral spring or weight ; this action being 
repeated as often as the vacuum becomes impaired, as 
described above. 

The driver, in the ordinary working of the brake, 
opens the air-valve b, which action closes the stop- 
cock o, preventing the destruction of the vacuum in 
sack c, but destroying the vacuum in the pipes 
throughout the train, instantly applying the brake. A 
similar valve e is placed in each guard's van, giving the ■ 
guard equal facilities of applying the brake. The brake 
is also instantly applied by the breaking away of any 
part of the train, or by any accident causing a rupture 
in any of the pipes or reservoirs. The reservoirs, sacks, 
and levers are arranged with a view to obtain a power 
equal to skidding the wheels of a carriage when 24 
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inches or eight-tenths of an atmosphere is contained in 
the reservoir ; of course, any less amount of vacuum 
would give a proportionate amount of brake-power. 
The driver has always the means, through the handle 
and rod d d, to restore the vacuum in the pipes and 
reservoirs should any part of the automatic arrange- 
ment for doing so, upon the engine, become deranged. 
The driver, by means of the gauge in front of him, can 
always tell the condition of his brake and what avail- 
able brake-power he has at his command throughout 
the train. 

The apparatus for a carriage is shown in Plate VI. : 
A is the reservoir in which a vacuum is created and 
maintained, the cubical capacity of the reservoir to be 
in excess of double that of the sack or cylinder used to 
apply the brakes ; b, the ordinary cylinder (or sack), 
applying the brake in the same manner as without the 
automatic arrangement ; p, the pipe service through 
the train to the ejector, and pipes or hose connecting 
the cylinder and the reservoir with the same ; d, rubber 
lift-valve opening outward, preventing the return of 
air when the vacuum is created in the reservoir ; e, the 
rubber valve, with double seat, having a double 
function : 1st. To establish in a certain position a com- 
munication between the brake-cylinder and the atmo- 
sphere through the holes e, e ; and at the same time 
to cut off the communication between the reservoir 
and the brake-cylinder. 2nd. To establish, in another 
position, a passage from the brake-cylinder to the 
reservoir, closing at the same time the passage from 
the brake-cylinder to the atmosphere. 

There are, however, three functions necessary for 
establishing a proper relation between the elements of 
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the brake — ^namely, (1) from the brake-pipe to the 
reservoir ; (2) from the reservoir to the brake-cylinder ; 
(3) from the cylinder to the atmosphere. The two 
last being provided for by the action of the double- 
seat valve just described, another valve was found 
necessary, consisting of a rubber-seat valve, d, at the 
other end of the reservoir, in order to establish a com- 
munication between the reservoir and the brake-pipe 
when air is drawn from it by means of an ejector 
placed on the engine. 

The operation of these valves is as follows: — ^Air 
being drawn from the brake-pipe, both valves are 
acted upon, and air from the reservoir flows through 
the single-seat valve into the brake-pipe. The double- 
seat valve, being attached to a diaphragm of a great 
diameter, overpowers the action of the atmosphere on 
the small rubber-seat, and keeps the holes,/,/, closed, 
whilst a free communication exists from the brake- 
cylinder to the atmosphere by the holes, e, e, keeping 
the brakes off. 

To apply the brakes, the driver admits air to the 
brake-pipe, thereby destroying vacuum. The single- 
seat valve closes on account of the atmospheric pressure; 
whilst the diaphragm of the double-seat valve is pushed 
forward by the same air, closing the openings, e, e, from 
the brake-cylinder to the atmosphere, and opening the 
holes, / / as a communication between the reservoir 
and the brake-cylinder. The air from the latter 
expands into the reservoir, and thereby a partial 
vacuum is produced, which applies the brakes. 

This brake, therefore, is automatic in its action. It 
must, however, be considered as a very imperfect brake, 
because the action of the diaphragm-valve does not 
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aUow of the brake-force being graduated at the wQl of 
the driver. In fact, the valve must always be over on 
one side or the other, whilst any intermediate position 
would establish a free communication between the 
reservoir and the openings, «, e, and thus destroy at once 
the brake-power. 

This intermediate position will produce itself on 
trains of a certain length by a flow of air into the 
brake-pipe at a certain rate. The valve wiU then be in 
a floating condition on certain carriages, and con- 
sequently its brake-power will be destroyed. 

There is another grave objection : the great bulk of 
this apparatus. The reservoir must be of an enormous 
size to give even medium results. In fact, at each 
application of the brake, a volume of air at atmospheric 
pressure, equal to the volume of the brake-cylinder, is 
brought into the reservoir, thereby considerably re- 
ducing the partial vacuum in the reservoir. 

The couplings, r, designed for this brake, are almost 
similar to those used in connection with Smith's non- 
automatic vacuum -brake. With automatic -brakes 
there is, however, a serious objection to the use of 
couplings so constructed as to apply the brakes on the 
whole train when the couplings are taken apart. The 
inconvenience resulting from this at junctions, and in 
shunting operations, is self-evident ; but more is to be 
said about this in dealing with other automatic vacuum- 
brakes. 

As a whole, the automatic vacuum-brake, as designed 
by the Vacuum-Brake Company, must be considered 
as very imperfect and unfit for practical use. This 
explains why the Railway Companies who are now 
using non-automatic vacuum-brakes, and who are 
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anxious to comply with the wishes of the Board of 
Trade, are so slow in altering their brakes to this new 
pattern. 

Note. — ^It is interesting to compare the capacity of 
such a reservoir as that of the Hardy automatic 
vacuum-brake with that of the Westinghouse auto- 
matic brake, and a few lines will clearly show the 
great advantage of the latter system to that described. 

The Westinghouse brake-gear is so proportioned 
that 40 lbs. in the brake-cylinder puts the brake on 
with full force, say 100 per cent, block pressure. 

Automatic Vacuum : — 

The cylinders are generally made of the diameter 18 
inches, or 4*57 decimetres. 

The surface of the piston is therefore 16*4 square 
decimetres. 

To have the same total piston-pressure, we require 
7-9 lbs. 

The piston movement must be also 6 inches = 1*5 
decimetres. 

But 6 more inches are required for wear of blocks, 
and the length of cylinder is therefore 12 inches = 3 
decimetres. 

The vacuum when starting is not more than 24 
inches, or a reservoir pressure of (absolute) 3 lbs. 

After the third application the brake must be one 
with 7'9 lbs. pressure; therefore the pressure at the 
reservoir-side of the piston, 15 — 7*9 = 7*1 lbs. 

Suppose the capacity of the reservoir =: # litres. 

After three times applying the brake, three cylinders 
full of air have gone into the reservoir, 3 (16*4 x 3) 
= 147-6 Ktres. 
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It is then easy to calculate what sized reseryoir is 
needed to give a final absolute pressure of 7*1 lbs. : — 
Three cylinders with air (147*6 x 15 lbs.) x reservoir 
(a? X 3 lbs.) = reservoir and cylinder {x x 24*6) 
X 7-1 final pressure = 2214x3 a? =7-1 ic x 174*6; 
therefore x :=. 497 litres. 



Comparison of Reservoirs. 

The object is to ascertain what size of reservoir 
would be needed for an automatic vacuum-brake to 
obtain the same brake-force as with the Westinghouse 
automatic brake. 

The following figures are the data for the Westing- 
house brake as now generally applied to passenger 
vehicles : — 

Capacity of small reservoir, 1,475 cubic inches. 

Surface of 8-inch piston, 50 square inches. 

Useful stroke of piston, 6 inches. 

Spare stroke of piston for wear of blocks, 6 inches. 

Volume of air used at each application, 300 cubic 
inches. 

Suppose the air pressure when starting to be 80 lbs. 
per square inch in the reservoirs, after each application 

it will be a proportion of the pressure = — — - — ^r-r P 

= 0.833 P. 

It must, however, be observed that the air from the 
reservoir drives the piston in front of it, and therefore 
expands, as if it were acting in an absolute vacuum. 
The absolute pressure must therefore be considered and 
afterwards reduced to pressure above the atmosphere. 
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In accordance with tHe above remarks the following 
table is obtained. 



1 


AlMohxte pressure in 

reservoir in Ids. per square 

inch. 


Fressore above the 

atmosphere in brake - 

cjlinder. 


When starting 
After Ist application 

yr 2nd 

„ 3rd 

M 4th 


95 lbs. 
7913 „ 
65-9 ^ 

45-8 „ 


64-13 
50-9 
40 
30*8 



The proportions of the Westinghouse gear are gene- 
rally so arranged that b j about 40 lbs. pressure per 
square inch in the brake-cylinder, the brakes are applied 
with a block-pressure equal to the weight of the vehicle, 
which must be considered full force. The table, there- 
fore, shows that the Westinghouse brake can be applied 
three times with full force without re-charging the 
auxiliary reservoirs. 

It must now be calculated what the size of the 
automatic vacuum-brake must be to secure somewhat 
similar results. The Eames cylinder being of such a 
shape that it is rather difficult to calculate its volume, 
we will, for the sake of illustration, take an ordinary 
cylinder. This does not alter the figures in any way. 

Surface of 18-inch piston, 255 square inches. 
Useful stroke of piston ( ., *®J? ) 6 inches. 

Spare stroke for wear of blocks ( inghouse j 6 inches. 
Total capacity of brake-cylinder 3,060 cubic inches. 

To obtain on this size of piston a total pressure equi- 
valent to that of 40 lbs. per square inch on the 8-inch 
piston of the Westinghouse brake, a pressure of 7*87 lbs. 
per square inch is required. This shows that the 
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vacuum in the brake-cylinder must be after the third 
application 15 — 7-87 =7*13 lbs. per square inch. 

The vacuum which can be kept constantly in the 
reservoirs of an automatic vacuum-brake is at the 
highest 24 inches, but generally not more than 20, 
which is equivalent to 5 lbs. per square inch absolute 
pressure. The air pressure, therefore, when starting, is 
5 lbs., and must be after the third application of the 
brake not higher than 7*13 per square inch ; and the 
question is, how large the vacuum- reservoir must be to 
obtain such a result. 

It must be borne in mind that every time the brake 
is applied a volume of air at atmospheric pressure 
equal to the capacity of the brake-cylinder is put into 
communication with the reservoir, and consequently 
destroys the vacuum partially, by raising the air pres- 
sure which it contains. 

After the third application, therefore, three cylinders 
full of air, 9,180 cubic inches in volume, will have been 
put into communication with the reservoir. 

It is easily calculated that a reservoir of 50,337 cubic 
inches is necessary to satisfy the conditions enumerated. 
The absolute pressures in the vacuum-reserroir will 
then be for the three consecutive applications of the 
brake 574 lbs., 6-46 lbs., 7-15 lbs. 

A comparison of this enormous reservoir with that 

used in the Westinghouse brake, and which has only a 

capacity of 1,475 cubic inches, shows that the Eames 

50337 
reservoir must be ^^^ =341 times larger than the 

"Westinghouse reservoir. 



CHAPTER VnL 

STEEL AND McINNES' COMPRESSED-AIR CONTINUOIJS- 

BHAKS* 

Steel and McInnes' contmuous brake is worked by 
means of compressed air. It consists of cylinders 
fitted with pistons and piston-rods placed at each end 
of eacb carriage. The cylinders on each vehicle 
are connected by a pipe at their upper ends; that 
is to say, at the upper sides of the pistons ; and the 
piston-rods are coupled by means of links, chains, or 
connecting-rods, to the lever or levers on the brake- 
shaft, so that as the pistons, with their attachments, are 
moved upwards or downwards the brakes are applied 
or withdrawn. The lower part of each cylinder is 
either of itself sufficiently large to constitute an air- 
vessel, or it is connected to an air-vessel, with which 
it forms one piece. From the air-pipe, or from the 
upper part of the cylinder, a branch-pipe leads to the 
air-vessel below the piston, and this pipe is provided 
with a valve, which is opened by the air in passing 
through the pipe to the air-vessel, so that equal pres- 
sures of air are obtained on the two sides of the piston ; 
the valve being so arranged that it cannot be opened 
by the pressure of the air below the piston. The com- 
pressed-air cylinders on the vehicles throughout the 
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train are connected together between the vehicles 
by flexible piping provided with coupKngs, which are 
disconnected when the vehicles composing the train 
have to be uncoupled. Each cylinder is provided with 
two coupling-openings, the face of each of which is 
composed of elastic material. A bracket is also formed 
upon or attached to the cylinder, and arranged in front 
of the elastic face and opening. Through this bracket, 
opposite the opening in the elastic face, a screw is 
passed, between which and the elastic face a metallic 
elbow T-piece, having a flat face at each end, and to 
which the flexible coupling-pipes are attached, is firmly 
secured by tightening the screw. 

This elbow, or T- piece, forms a passage for the air 
from cylinder to cylinder, and is easily uncoupled by 
withdrawing the screw which presses it against the 
elastic face. The air is compressed by means of an 
air-pump driven by a small steam-engine fixed on 
the locomotive, from which the steam is supplied. 
One or more rows of tubes are placed round the 
tender, and these constitute a receiver for the com- 
pressed air, from which it is distributed to the 
apparatus. 

When it is desired to apply the brake, the air 
acting upon one side of the pistons is withdrawn ; and 
that on the other side, together with the air contained 
in the air-vessel, being free to expand, moves the 
pistons in the cylinders so that the brakes are applied. 
When it is desired to withdraw the brake-blocks from 
the wheels, the air is readmitted to that side of the 
pistons from which it had previously been withdrawn, 
and thus the apparatus is restored to equilibrium, so 
that by its own weight it withdraws the brake. 
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By means of this syBtem of brake apparatus, the 
pressure of air is constantly active throughout the train, 
and the carriages 
are provided mth 
whistles, a handle 
being placed in 
each Gompart- 
ment. Each 
handle is coupled 
by a wire to a 
lever on the 
whistle-valve, on 
pulling which 
oommonioation is 
opened between 
the air-pipe and 
the whistle, which 
is thus sounded. 

Fig. 11 is a 
vertical section of 
a compressed-air 
cylinder and re- 
ceiver, with at- 
tachments. Fig, 
12 is a vertical 
section at right- 
angles to Fig. 11 ; 

Fig. ll.-eteel and Mclnnes' Brak*- ^^^,° ^^S" ^1,*^ 
Cylinder and Beceiyer. a Side Tiew. The 

cylinder, a, and 
air-vessel, b, are in one casting. The cylinder, a, is 
cast with the upper end cloBe, the lower end being 
fitted with a cover, c, provided with a stuffing-boz 
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and gland, s, secured by stnds, E ; the space, f, 
being filled with Buitable packing. 

On the inner side of the cover, c, a hollow cylin- 



Fig. 12.— Steel and Molonea' Brake— Cylinder. 

drical projection, o, is formed, upon which the piston, 
H, rests when in its lowest position ; that is to say, 
when the brakes are " off." The projection, a, is 
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provided at the top with an india-rubber ring, i, which 
acts as a cushion to prevent any shock which might 
arise from the fall of the piston, h. The space between 
the piston-rod, J, and the interior of the cylindrical 
projection, 6, may be filled with packing to further 
prevent the escape of air from the cylinder, a. The 
piston, H, is packed by a cup-leather secured to its 
upper side by a washer, k, and nut, l, which nut 
at the same time secures the piston, h, to the piston- 
rod, J, as shown. An india-rubber ring, m, is placed 
upon the washer, e, to cushion the shock in the event 
of the piston striking against the top of the cylinder. 
On the inlet-pipe, n, is a branch, o, in which is 
formed a valve-chest and seat, and which is con- 
nected . to the air-vessel, b, by a pipe, p. A ball- 
valve, Q, accurately fitting the seat in the branch, o, 
prevents the air from returning by the valve, g. 

The piston-rod, j, is coupled to the brake-apparatus 
by the connecting-links, r, which are shown double, 
as in Fig. 12, in order that they may clear the drag- 
hook, x'. At Fig. 13, the whole apparatus is repre- 
sented as set further into the carriage, in order that the 
links, R, may be kept only so far apart as to clear the 
thickness of the drag-hook. These links, r, actuate 
the bar, s, fixed upon the brake-shaft, t, which is 
acted upon according to the movement of the piston 
in the cylinder, a. 

When the apparatus is applied to a vehicle running 
upon bogies, the brake-shafb, t, is connected to the 
piston-rod, J, by means of a flexible coupling, such as 
a chain or connecting-rod fitted with an universal 
joint, so as to allow for the movement of the body of 
the carriage upon the. swivel-pins of the "bogies.** 
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Tbe brake-shafl, t, is carried in brackets, v, bolted 
to the lower frameirork of the carriage. The brake- 
cylinder and receiver 
are fixed to the lower 
framework and floor of 
the carriage by bolts, 
V, which pass through 
« flange formed upon 
the sidee of the air- 
reesel, B. The air- 
vessel projects through 
the end of the car- 
riage, and is situate 
below the seat, as 
shown in section Fig. 
11, The couplings 
whereby communica- 
tion is effected between 
the cylinders on the 
different carriages is 
shown particularly at 
Figs. 12 and 13. 
Openings, w, are 
formed at the upper 
part of the air-cylin- 
der, A ; caoutchouc or 
other elastic rings, x, 
fill the recesses formed _ 

, ,, . . ■ - Fig. 13.— Steal and Mclnnea' Brake— 

for their reception m Cylinder aad Keceivar. 

the faces, T. To 

keep the elastic rings, x, in their places, metallic 
rings, z, are bolted on the face, t, the interior edges 
of which rings overlap to some extent the elastic 
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rings, X, and thus hold them in position. Projections, 
tty are formed opposite the faces, y, and these are 
bushed with screwed nuts, J, through which the 
screws, c, pass, the centres of which are opposite the 
centres of the opening, w. The inner extremities of 
the screws, c, are provided with anti-friction thimbles, 
fl?, and the outer extremities with vice-handles, «, by 
which the screws are actuated. A hollow metallic 
T-piece, /, is held between the thimble, dy and the 
elastic ring, x, the pressure imparted by tightening the 
screw, Cy being sufficient to insure an air-tight joint 
between the circular flat edge of the hollow metallic 
T-piece, /, and the face of the elastic ring, x. 

The junction of the T-piece,/, and the flexible tube, 
hy which connects the cylinders, is efiected by forming 
a nozzle or projection, ^, upon the T-piece, /, over 
which the flexible tube, A, is drawn, in which position 
it is held by a box-nut and thimble-washer. 

On the other side of the cylinder from that on which 
the T-piece, /, is shown at Fig. 12, the screw is indi- 
cated as advanced inwards so that the thimble, dy presses 
upon an elastic ring, and closes the opening. 

Fig. 14 is a side elevation of parts of a locomotive 
engine and tender fitted with the necessary apparatus 
for operating the brake. An air-pump is bolted to 
the fire-box of the boiler, and it is driven by a small 
steam-engine situated on the other side of the fire-box 
— ^not seen in the drawing — which drives the crank- 
shaft. Air is pumped through the tubing, b, into the 
tubular receiver, c, on the tender. On a branch- 
pipe, D, projecting from the receiver, c, is fastened 
a two-way cock, e, by means of which the pressure 
of air from the receiver, c, may either be directed 
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through the tubiog, p, to the cylinders or the car- 
riages, or it may he entirely cut off therefrom, or 
directed into the atmosphere. 

In order that there may be a uniform pressure of 
air in the pipes coonecting the didereut brake - 
cylinders, and also that there may be a higher reserve 
air-pressure at the command of the operator of the two- 
way cock, E, it is preferred to attach to the two- 
way cook a redudng-'valTe, as shown in section 



Figs. IS. — Steel and Udnnss' Brake — Redudng Yolve. 

at Figs. 15. The spiral spring, c, the strength 
of which is adjusted to the required air pressure, 
presses apon the lower end of the yalve-spindle, d, 
which passes through and is attached to a flexible or 
elastic diaphragm, e, near its lower end, while its 
upper end is attached to a conical Talve, /, the area of 
which is less than that of the diaphragm, e. 

Air admitted from the receiver on the tender by 
the cock, B, enters the rednoing yalve, as shown by the 



STEBL AND M^'INNES' COMPRESSED- AIR BRAKE. 63 

arrows, and in passing througH the valye, fy the 
air acts upon the diaphragm and the valye in such a 
way that as the pressure increases the area of opening 
at the valve, /, is diminished by virtue of the greater 
area of the diaphragm, ^, and thus the pressure upon 
the efflux side is reduced. 

When the cock, e, is turned on so as to allow the air 
to escape from the air-^cylinder and tubes as described, 
and thus brake the train, the air does not return 
through the valve, ^ but finds its way to the cock, e, 
through a side passage, ^, provided for that purpose. 
A whistle, A, is placed above the valve, /, as shown, 
the valve of which whistle rises when the pressure be- 
neath it is equal to the pressure in the receiver on the 
tender, so that should the reducing valve,/, become acci- 
dentally inactive, and allow an equal pressure of air 
above it, the whistle will sound, and thereby warn the 
driver of the inefficiency of the reducing valve. 

Figs. 16 are side and end views of parts of a first-class 
railway carriage and a third-class carriage, coupled, 
showing the brake and whistle apparatus. The air- 
cylinders, a. a, at both ends of each carriage, are con- 
nected in their upper parts at the pipe, n, by the tube, x. 
Near one end of each carriage the whistle is situated on 
the roof. The means of working the whistle apparatus 
is shown more particularly at the section of the third- 
class carriage, end view. As shown by these figures, 
a box, D, is fixed on the side and near the roof of each 
compartment, the upper part of the front of the box is 
composed of wood, and the lower part of glass, as shown 
more particularly in the end view. A handle is 
suspended in the box, d, by a wire-cord or chain, 
whichy passing over a pidley, is carried along the 
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roof of the carriage, and attached to the lower extremity 
of the lever, c. 

The lever d, standing at right angles to the lever c, 
carries a counter-weight which shuts the valve of the 
whistle, Cy on the pulling strain being removed. 

Fig, 17 shows, in part section, the front portion of 
a guard's van. The branch from the tube, x, is passed 
into the interior of the van, and is provided with a 
cock or valve, which is operated by the official or 
guard of the train in the manner shown. The brake- 
blocks are actuated from the piston-rods, J, through the 
connecting links, r, which actuate the levers, s, fixed 
upon the brake-shaft, T. 

From the brake-shaft, t, the brakes, m, are operated 
in the ordinary manner by the levers, e, and con- 
necting rods, /. The brake-shafts, t, are carried by 
bracks u, bolted to the lower framework of the 
carriage. 

Figure 18 is partly a vertical section and partly 
a front elevation of a double-acting air force-pump, 
with steam engine attached, suitable for raising the 
necessary air-pressure in the receiver on the tender, 
and which may, of course, be fixed in any convenient 
part of the locomotive. Fig. 19 is a side elevation 
of the same, whilst Fig. 20 is a horizontal section of 
the air-pump barrels showing a plan of the valve-chests, 
which are also shown in section at Fig. 21. The 
air-pumps, a, are driven from above by the steam 
cylinders, c, which also actuate a double-crank shaft, 
j^, by means of the connecting-rods, d. The air- 
suction branches on the valve-chest, g, and the res- 
pective pump-barrels are connected by a perforated 
tube, E, which it is preferred to use in order to prevent 
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Kg. 18. 



Fig. 19. 




' :Fig. 20. Fig. 21. 

Steel and Mclnnes' Brake. 
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as much as possible the entrance of foreign substances 
into the valves of the pump. 

Through the pipe, f, in Figs. 19 and 20, the air is 
pumped into the receiver on the tender. 

The mode of working the apparatus is as follows : — A 
sufficient pressure of air having been raised in the 
receiver, c, by the air pump, a, the two-way cock, e, 
is opened, allowing the air to travel through the tubing 
into the air-cylinder on the first carriage, whence it 
issues through the pipes on the carriage roof to the air 
cylinder at the opposite end of the carriage, and thence 
similarly through the flexible pipes and couplings to 
the several other cylinders of the air-brake apparatus 
throughout the train. When it is desired to apply the 
brake, the air-pressure is removed from above the 
pistons, N, either by the engine-man turning the two- 
way cock on the engine so as to let "off" air above the 
pistons, or which may be accomplished by the guard 
turning the cock in the guard's van, or by a passenger 
pulling one of the alarm handles and letting the air 
escape to sound a whistle. 

The air confined under pressure in the air-vessels, b, 
and under part of the cylinders a, when the pressure 
above the pistons is removed, expands and lifts the 
pistons, N, carrying with them the piston rods, J, 
and links, R, which actuate the levers, s, and through 
them the brake- shaft, t, which operation, as wiU be 
seen by reference to Fig. 17, apply the brakes by 
working the lever, e, and connecting rods, /. 

To withdraw the brakes, the pressure of air is again 
exerted in the upper part of the cylinders, a, which 
throws the pistons, n, into equilibrium, when their 
own weight and the weight of their attachments, which 
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may or may not be weighted^ cause the pistons to 
fall to the bottom of the cylinders, a, and thus remove 
the brake-blocks from the wheels. 

The coupling operation, whereby the air-cylinders on 
the adjoining carriages or vehicles, composing the 
train, are connected, is effected by placing the T-piece 
coupling, /, Fig. 12, page 57, between the inner 
extremity of the screws, c, and the face of the elastic 
rings, X, and screwing up the coupling firmly in this 
position by means of the vice-handles. The apparatus 
for fixing the T-piece coupling is placed on both sides 
of each cylinder, a, and each cylinder being provided 
with two flexible tubes and couplings, one or both of 
which may be used to connect the cylinders of adjoin- 
ing carriages. When in action, the cylinders are 
coupled together by both flexible pipes, but in uncoup- 
ling them for the purpose of disconnecting the car- 
riages, it is necessary to unscrew one coupling on each 
carriage and the opposite side of the respective cy- 
linders, so that one of the flexible tubes is left hanging 
to each cylinder, thus allowing the flexible tubes anc! 
couplings always to come together in proper position 
for being coupled whether the same ends of the carriage 
are brought again opposite to each other or not. In the 
event of a rupture of one of the flexible tubes between 
the cylinders on adjoining carriages taking place, the 
coupling-hole in the cylinder may be closed by the 
thimble on the end of the coupling screw being 
pressed into it by the screw, and connection main- 
tained by one pipe for working the brakes. 

At the end of the last carriage of a train both of 
the couplings of one flexible pipe are applied to the 
opposite sides of the same air-cylinder, thus closing 
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the openings and preventing the escape of air at the 
last cylinder ; or, otherwise, the flexible pipes and 
couplings may be withdrawn, in which case the openings 
are closed by the thimbles on the ends of the screws c. 

As the pressure of air is in constant action throughout 
the train, it may at any time be instantaneously applied, 
and in the event of the ordinary draw-bar, screw, or 
chain-coupling breaking, so that the train becomes dis- 
connected whilst running, the air on the upper side 
of the pistons escapes through the broken air-pipes, 
the brakes are instantly applied, and the whole train 
is stopped. 

Con^lmion. — The Steel-Mclnnes brake, as described, 
has the great objection of using air pressure on both 
sides of the piston, and requiring, therefore, a stuffing- 
box, which will give rise to very serious trouble in 
practice. A stuffing-box may be kept tight on an 
engine and tender, where the driver and the fireman can 
look to it every day, to keep it tight ; but when used 
on thousands of carriages, it would be found impossible 
to keep the stuffing-boxes in proper working order. 

A second objection is the enormous amount of air 
used at each application of the brake. To apply the 
brake with fiill power, all the cylinders, with the brake- 
pipe, have to be emptied, however short the stroke of 
each of the pistons may be. 

A third objection is the unavoidably slow action re- 
sulting from the fact that, at the engine, an enormous 
volume of air has to be discharged through a pipe of com- 
paratively small diameter before the brakes are applied. 

Owing to the foregoing objections, this brake has 
never been introduced largely into practical use, and 
has only been applied for experimental purposes. 



CHAPTER IX. 

EAMES' VACUUM CONTINUOUS-BRAKE. 

The working of this brake is accomplislied by the 
natural pressure of the atmosphere^ opposed to a 
vacuum. The vacuum is formed in a continuous pipe 
from end to end of a vehicle by means of an air- 
ejector, pump, or other exhausting apparatus, worked 
by the force of steam from the locomotive. The 
apparatus is shown in Figs. 22 as applied to a locomo- 
tiye engine and tender. A represents an air-ejector 
worked by steam from the boiler, which is conducted 
through a suitable pipe, a. This ejector is employed to 
create a vacuum in the air-pipe, which extends through- 
out the length of the train, and is connected with the 
brake-cylinders attached to each carriage. 

B, b' are the air-pipes which are attached to the 
several carriages of the train, and are connected 
between the carriages by suitable flexible-hose coup- 
lings. The air-pipes are also connected by means of a 
branch pipe, J, with a brake-cylinder or vacuimi- 
chamber, c, secured to each carriage. These brake- 
cylinders are fitted with pistons and piston-rods. A 
vacuum is maintained on both sides of the piston, to 
keep the brake-blocks off the wheels. By destroying 
the vacuum on one side of the piston, the brakes are 
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immediately applied through the brake lever, d, which 
is connected with the piston-rod. To illustrate the 
operation of this brake, we will suppose the ejector, a, 
to be in operation, drawing air from the pipe, b, and 
cylinder, c. There being a valve in the piston-head, 
it will also draw air from the cylinder at both sides of 
the piston ; and through the branch pipe, y, it will 
also draw air from the pipe, b, creating a vacuum 
in both pipes and cylinders. The operation of the 
ejector being automatic, the vacuum wiU be preserved, 
and the brakes kept clear of the wheels until it is 
desired to apply them. To apply the brakes, the valves 
of the ejector are shifted so as to close communication 
between the pipe, b, and open it between b' and the 
ejector. At the same time, another valve is opened to 
the pipe, b, to admit air into the pipe and destroy the 
vacuum. The air passes by the pipe, b, through the 
branch, J, into one of the cylinders, c, thereby moving 
the piston-rod. At the same time the ejector may con- 
tinue its operation, and draw air from the other side of 
the cylinder through the pipe, b', and b\ thereby aiding 
in applying the brakes quickly. 

By again reversing the position of the valves of the 
ejector, communication is shut off between the pipe, b, 
and the external air, and opened between it and the 
ejector. The operation of the latter will then draw air 
from the pipe, b, and the cylinder, c, and create a 
vacuum therein to release the brakes. 

The method of storing vacuum power by the use of 
an additional tank having free communication with the 
working cylinder, is shown in Fig. 23. In this, as in 
the other figure, c is the working cylinder ; b, and b', 
the air-pipes connected with the ejector a. b^ is a 



74 



CONTINUOUS RAILWAY BRAKES. 



branch pipe which connects the working cylinder, c, 
with an exhaust tank, c', and also connects both of 
these vessels with the air-pipe, b'. The operation is 




Fig. 23.— Eames* Vacuum-Brake— Storage Tank. 

substantially the same as before described, the only 
difference being that when the ejector is withdrawing 
air froln the pipe, b, it also withdraws it from the 

reservoir, c', and 
thereby creates ad- 
ditional vacuum 



r^ 



SB 



:^ 



power. 
" ^ It will be seen 
that this apparatus 
has two lines of air- 
pipes ; but, if pre- 

Fig. 24. — ^Eames* Vacuum-Brake — Storage f erred a single 

pipe can be used 
as illustrated by the diagram, Fig 24, in which c is 
the working cylinder ; c', the exhaust tank ; and b, 
the air-pipe, connected with the ejector apparatus and 
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With the cylinder, c, by means of the branch pipe, a ; 
but not connected directly with the reservoir, c', the 
reservoir being only connected with the end of the 
working cylinders, opposite to the pipe, a, the connec- 
tion between the cylinder and reservoir being by a 
small pipe, *. In this case, the air is withdrawn from 
the exhaust tank, c', and from the cylinder, c, at the 
back of its piston through a valve in the piston. 

Both arrangements are worked from the locomotive, 
and are under the control of the driver. The brakes 
can also be applied from any part of the train, by 
pulling open the valves communicating with the ex- 
ternal air, the valves being attached to the several 
brake-cylinders as shown at p, in Figs. 22 and 23; 
suitable cords or levers being led to convenient positions 
in the carriage. By means of the lever on the tender and 
the connecting rod, % the brakes of the locomotive are 
worked by means of the brake-cylinder and piston 
attached to the tender, no brake cylinders being 
required upon the engine. It will be seen on reference 
to Figs. 22, that the toggles for working the locomotive- 
brakes are arranged on the under side, or beneath the 
brake-shoes, so that, when released from the pressure 
of the levers, the brakes will drop loose from the wheels 
by their own gravity. 

The brake-cylinders and connecting mechanism for 
working the brakes are shown to a larger scale in Fig. 
25. A is the working vacuum or air-pipe which is 
connected with the engine and carriages throughout the 
train ; and a' is the re-force vacuum-pipe, which also 
connects witK the locomotive and with the carriages 
throughout the train, a is a branch pipe leading from 
the pipe, a, to one end of the cylinder, b ; and a , a 
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branoli pipe leading from the pipe, a', to the other end 



of the cylinder, cis the piston working in the cylinder, 
B, and D is the piston-rod ; c is an opening through the 
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piston-head, which is protected by an ordinary clack- 
yalve, c'. e is an elastic compressible vessel or cham- 
ber, one end of which is secured to the piston, c, and 
the other to the head of the cylinder, b. This flexible 
chamber is made of indiarubber, and is braced at inter- 
vals, both inside and out, by means of metal bands, e, 
f are friction rolls secured or pivoted to the outer peri- 
phery of the piston at three or more points, the rolls 
working against the sides of the cylinder,- and serving 
as guides to keep the flexible cylinder, e, in proper 
position. 

F is another flexible chamber made of indiarubber, 
secured at one end to an annular and inwardly pro- 
jecting flange, (, forming part of the cylinder, b ; the 
other end of the elastic chamber, f, being secured to a 
disc, which is keyed to the piston-rod, d, so as to 
move with it. The branch pipe, a, opens into the 
flexible cylinder, e, so that when the air is withdrawn 
from the pipe, a, it is also withdrawn from the interior 
of the cylinder, b, the air passing through the open- 
ings, Cy in the piston, so that a vacuum can be formed 
within the cylinder on both sides of the piston at the 
same time. The air passing in through the openings 
around the piston-rod at the other end of the cylinder 
will pass into the interior of the flexible chamber, f, 
and pressing on the head, d^ will force the piston to 
move into the position shown by full lines in the draw- 
ing. While it is in this position, the brakes are released 
from the wheels, and the apparatus will so remain until 
the vacuum is destroyed in the pipe, a. When air is 
admitted to the pipe, it passes in through the branch, 
a, to the elastic cyUnder, e, closes the valve, c', and 
pushes the piston towards the other end of the cylinder, 
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the elastic cylinder, e, expanding, and the chamber, f, 
contracting, until they reach the position indicated by 
dotted lines. When the apparatus is in this position, 
the brakes are applied. There is a valve in the branch 
pipe, tty having a port which communicates directly 
with the external air. This valve is provided with a 
lever, g, by means of which, and a connecting cord or 
rod leading to the interior of the carriage, the valve 
may be thrown open, and the air admitted to destroy 
the vacuum, applying the brakes from the carriage to 
which the brake-cylinder is attached. 

By this means the brakes can be applied, and the 
train stopped from any part of the train by the pas- 
sengers or by the guard, independently of the engine- 
driver. 

It will be seen that the piston, c, does not travel the 
whole length of the cylinder, and therefore, as will be 
evident, the vacuum is only destroyed within a portion 
of the cylinder occupied by the flexible chamber, e. 
The other portion of the cylinder, therefore, forms a 
reserve reservoir or air-exhaust chamber, and, as before 
explained, the vacuum therein is reinforced by the 
continued withdrawal of the air through the reinforce 
vacuum-pipe, a'. By again withdrawing the air from 
the pipe, a', the vacuum is restored on both sides of the 
piston, which then resumes the position first described, 
releasing the brakes. 

H is a guide-rod, one end of which is secured to the 
cylinder head, and the other to a bracket, A ; <f is a 
head upon the exterior end of the piston-rod ; it is 
slotted to permit the guide-rod, h, to pass through it. 
b\ is a projection upon the cylinder-head, which acts 
as a stop to limit the inward motion of the piston in 
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contact with the blocks tf , on the end of the piston-rod ; 
% is a disc on the guide-rod, h, which also acts as a stop 
by coming in contact with the block, dy thereby limiting 
the motion of the piston on its outward stroke. By thus 
limiting the motion of the piston, any strain or undue 
expansion of the flexible chambers e and f is prevented. 
Ky K\ are vibrating rods, which connect the levers l 
and l'. A; is a pendulous hanger which sustains the 
vibrating rod, k, or suspends it from the bottom of the 
carriage. The lever, l, is provided with pulleys, w, 
on its ends, over which is passed the chain, m, connect- 
ing the brake-rods, n\ With this apparatus., it will be 
seen that the brakes are released by making a vacuum 
on both sides of the piston, and they are applied by 
destroying the vacuum on one side of the piston only. 

Figs. 26 and 27 show respectively sectional and end 
views of another form of brake-cylinder, by which 
the brakes may be applied practically instantaneously. 
A represents the cylinder ; b the piston ; and c the 
piston-rod, the end of which projects through the 
cylinder, and connects with the brake-levers, d is a 
compressible sleeve, having a head, d^ through which 
the piston-rod passes, and to which it is permanently 
secured, so that the joint is air-tight. The other end of 
the compressible chamber, d, is secured to the cylinder- 
head, also by an air-tight joint. The part of the cylin- 
der-head immediately aroimd the piston-rod, or within 
the area of the chamber, d, may be pierced with air- 
holes, tf . The piston has packing, c, of leather around its 
periphery, which is held by a ring, c , all bolted together 
so as to form a perfectly air-tight joint, and prevent the 
passage of any air between the piston and the cylinder. 
E is an ordinary clack-valve, which covers an open- 
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ing through the piston. . It is provided with suitable 

packing, and 
held in place by 
a spring, e. The 
cylinder-head is 
formed with two 
openings, a' a" ; 
the opening or 
port, a', connects 
with a tube, g, 
which leads to 
o* and connects 
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^ with the ejector 
M on the engine, 
® and with the 
jg vacuum-pipe 
I throughout the 
train. The open- 
ing, a", leads to 
the external at- 
^ mosphere. His a 
I lever pivoted to 
the inner side of 
K the cylinder- 
head. To the 
arm of this lever 
is jointed the 
stem of a valve, 
I, which covers 
the opening, a'. 
The stem, k, of 
the valve, k, 
projects into a small tube or chamber, l, secured to 
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the cylinder-liead^ and having an opening or open- 
ings leading to the external air. m, is an excentric 
arranged to come in contact with the valve-stem, 
and push in the valve to its seat, and hold it there 
when desired. A cap may be screwed on to keep the 
valve closed. The operation is the same in some re- 
spects as that of the brake-cylinder, Fig. 24. The air 
being withdrawn from the pipe, g, will cause the valve, 
I, to open and 
the valve, k, to 
close. The valve, 
E, will also open 
and permit of 
the air being 
withdrawn from 
the interior of 
the cylinder. As 
a vacuum is 
formed in the 
interior of the 
cylinder, air will 
enter within t^ie 
compressible 
chamber, d, 
through the perforationsaround the piston-rod, and force 
the piston to the other end of the cylinder in the position 
shown by the drawing. So long as a vacuum is main- 
tained in the pipe, g, the piston remains in this position ; 
but as soon as the vacuum in the pipe is destroyed, 
the valve, i, instantly closes, thereby forcing the valve, 
isi, open, and air passes immediately into the cylinder 
and forces the piston towards the other end, the chamber 
D, being compressed as the piston moves. 

G 




Fig. 27.— Eames' Vacuum-Brake — Brake- 
Cylinder. 
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Thus it will be seen that the destrnetion of the 
TacQum in the pipes alone is sufficient to cause the 
brakes to act, the vaounm in the cylinder being still 
preserred. . 

The piston does not require to move all the length 
of the cylinder in order to apply the brakes, so that 
the cylinder acts as a roBorvoir or exhauBted receiver 
for storing vacuum^power ; and a still greater capacity 
for storing this power may be had by simply connect- 
ing the cylinder with another receiver as indicated by 
dotted lines in Fig. 25. In this way, by means of the 
valves, K and i, the one working the other, the vacuum 
is instantly destroyed, and the brakes applied on the 
simple destruction of this vacunm in the pipe, g, with- 
out using up this reserved power in the cylinder. But 
should a more gradual applica- 
tion of the brakes be desired, the 
valve, K, may be kept closed, and 
the valve, i, open, by bringing 
pressure at m, on the stem of K, 
to force it down on its seat and 
hold it there, when the ^ve, i, 
will be held open, and the air 
to destroy the vacuum in the 
cylinder will pass in through the 
pipe, G. 

Another form of the automa- 
tically acting valve for admitting 
Fig. 28.— Eanifls' Va- '^^ "''^ *^® brake-cylinder to 
cauin-Brake— Auto- destroy the vaouum and aj^ly 
the brake is shown in Fig. 28. 
This valve may be used in place of the valve shown at 
Figs. 26 and 27. a represents the head of the cylin- 
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der, haying two openings^ a' and a", the former con- 
necting with the tube, g, which leads to and connects 
with the ejector on the engine, and the other, a", con- 
necting with a y-shaped branch pipe, b, fitted to a 
circular chamber, c, one end of which connects with 
the pipe, g. d is an elastic diaphragm secured within 
the chamber, c ; and e is a valve-rod or stem, one 
end of which is secured to the diaphragm, d, and the 
other carries a valve, f. h is a spring, coiled around 
the valve-stem, e. b J, are openings or ports in the 
pipe, B, commimicating with the outer air; i is an 
ordinary valve, which closes the opening, a'. The opera- 
tion of this valve is as follows : — So long as the vacuum 
is maintained in the pipe, g, the diaphragm, d, will 
be drawn towards the pipe, thereby closing the port 
covered by the valve, f, and preventing the passage of 
air into the cylinder ; but as soon as the vacuum is 
destroyed in the pipe, g, the spring, h, will retract the 
diaphragm and open the valve, f, and permit of the 
air passing into the cylinder to destroy the vacuum, the 
operation being very quick. 

The steam air-ejector is shown in Figs. 29 and 30. 
A represents a steam-pipe, one end of which passes 
into the upper part of the boiler, and the other con- 
nects with the tube, c, which encircles the ejector-nozzle, 
B. D is the valve in the steam-pipe, a. The tube, c, 
is somewhat enlarged at its point of connection with 
the steam-pipe, a, but is drawn in at the nozzle of the 
ejector, and gradually decreases in diameter to a point 
some distance above the nozzle. It then gradually in- 
creases in diameter for about an equal distance : this 
part of the tube presenting the appearance of two 
imited conical frustrums. The rest of the tube is 
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cylindrical, and is cut or fonned wiUk dots ot pei^ 



Fig. 29. — Eamw' VaiCQum-Bnkft— 8t«ain Air-Ejeotor. 
fbrations, c, its top being solid or in the lorm 
soap. 
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The upper portion of 
this tube, c, ia BurroimdeJ 
by a jacket, c', the upper 
end of which is open to the 
atmosphere. By makinjf 
this eduction-pipe in this 
peculiar form very impor- 
tantrosulte are obtained in 
the operation of the ejec- 
tor. The air is drawn out 
more quickly and with 
less consumption of steam 
than many others, and 
the noise of the escaping 
steam is deadened so as 
to be hardly perceptible. 
B is the ejector-nozzle, 
and 6 a check-valve pro- 
perly seated within the 
sane. The lower part of 
this ejector connects with 
two branch air-pipes, E, 
e', which connect with 
the air-pipea throughout 
the length of the train. 
« ia a drip-cock in the 
lower end of the ejector, 
through which any water 
of condensation which 
may be found in it will 

pass away, f, p'aretwo Fig.W.-EsmeB'Vaoiiam-Bnik.— 
valves mounted on the Steam Air-EjaotOT, 

same stem, f, and which serve to open and clo^e commu- 
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nication between the alr-pipes, e, e', and the ejector, b. 
G is a valve on the air-pipe, e, which opens outwardly 
to admit air into the pipe, to destroy the vacuum and 
apply the brakes when required. The valve-stem of 
the valves, f, f' and g, are all connected together by 
means of a bell-crank lever, h, so that they all operate 
together, g' is a valve on the air-pipe, e', proyided 
with a hand-lever, g. It also opens outwardly to 
admit air into the pipe, e', but it is not used in 
connection with the automatic arrangement. It 
is intended for use in connection with the single 
pipe-brake, i represents a flexible diaphragm inclosed 
in a case, i' ; this diaphragm is provided with suitable 
plates, iy i, and connected by means of a stem, j, with a 
lever, k, which has its fulcrum at k. The lower 
end of this lever, k, is pivoted to one end of a 
connecting-rod, l, and the end is pivoted to the 
hand-lever, d, of the steam- valve, d. j is a spring 
coiled around a piston-rod or stem, j. m is an air- 
pipe, one end of which connects with the train-pipe, e, 
and its other end connects with a valve-chamber, n, 
having an opening or port, n, leading into the dia- 
phragm case, i'. o is a valve-stem located within the 
chamber, n, and which carries two valves, p, p'. The 
lower end of the valve-stem is also encircled by a coiled 
spring, Q. 

The operation of the apparatus is as follows: — 
The brake-blocks are kept ofE the wheels by the 
maintenance of a vacuum in the air-pipes, e, e'. This 
vacuum is created and maintained by the suctional 
action of the steam from the boiler passing the pipe, a, 
and aroimd the nozzle, b, drawing after it the air out 
of the pipes, the valve, b, rising to permit of its escape 
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as soon as the steam is allowed to pass. So long as the 
vacuum is maintained in the pipe, £, it will also be 
maintained in the pipe, m, and through this pipe com- 
municating with the case, i', a vacuum will be formed 
in it on the adjacent side of the diaphragm, i, the effect 
being to draw the diaphragm towards the opening n, and 
through its connection with the stem, j, lever, k, and 
connecting-rod, operates to keep the steam-valve, d, 
closed. But, as soon as the vacuum in the pipe weakens, 
through leakage or other causes beyond a given degree, 
the spring, q, will draw down the valve-stem, o, 
closing the valve, p, and opening the valve, p', thereby 
destroying the vacuum in the case, i', and allowing the 
spring, y, to move the stem or rod, j, and thereby, 
commimicating with the lever, k, and rod,, open 
the steam-valve, d. The passage of the steam will 
again restore the vacuum in the pipes, and thus by 
the pulsation as it were of the diaphragm, i, the opera- 
tion of the apparatus for the maintenance of the vacuum 
in the train-pipe is made automatic. 

The steam- valve may be set so as to operate when 
the vacuum power is reduced to any given degree, and 
may be operated by hand when considered necessary. 
Thus, when it is desired to apply the brakes the engine- 
driver moves the lever, h, so as to open the valve, g, 
thereby admitting air into the pipe to destroy the 
vacuum, the brake mechanism being arranged so as to 
act on the destruction of the vacuum. By the same 
operation, the valve, f, is closed and the valve, f', 
is opened, and the steam-valve being open the ejector 
will exhaust the air through the pipe, e', thereby 
hastening the operation of applying the brakes and rein- 
forcing the vacuum power as already explained, r is 
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a yacuum-gauge connected with the pipe, e, by a 
small pipe, r, by means of which the amoimt of 
yacuum in the train-pipes can be ascertained. Figs. 
31, 32, and 33 are detail yiews showing the construction 
of the steam-yalye, d. 

The coupKngs for the train-pipes or tubes 
which foni the connection between the car- 
riages of a train, consist of two parts or 
halyes, each being the counterpart of the 
other. One part is secured to the flexible 
portion of the tube at one end of the car- 






Figs. 31, 32, and 33.— Eames' Vacuum-Brake— Steam- Valve. 

riage, the other to the tube at the other end, and thoy 
are so arranged that, when two carriages come together, 
one will present the right half, and the other the left 
half of the coupling, thus facilitating the coupling-up 
of two carriages. The necessity is thus ayoided which 
might otherwise arise for twisting the flexible tube out 
of its proper position, in order to bring the parts of 
the coupling together. 

Figs. 34 to 38 represent in detail a coupling which 
is particularly designed for use in connection with the 
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Eames brake, a, a' are the two lialvea or parts of the 
coupling. As will be seen the opening in the outer end 




FigB. 34 to 38.- Eamea' TaDDDm-Bnko— Coupling, 
of each half is in the form of an oblique cut. Around 
this opening an annular flange a ia formed, e is a gasket 
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of indiarubber formed with two annular flanges, b, J', 
so as to leave an annular groove between them which, 
when the gasket is placed in position, is occupied by 
the annular flange, a. Each half of the coupling is also 
formed with a projecting lug, c, on the outer side of 
which, at some distance from the point, a transverse 
semicircular groove, c, is formed, d, d' are lugs or 
lateral projections formed on the side of the coupHng 
opposite to the lug, c. e is a lever which is pivoted 
between the lugs, d, by means of a pin, d, which passes 
laterally through the lugs. The outer end of the lever, 
E, is formed into a thumb-piece, e, and its inner edge 
is provided with a disc- valve, «'. On the inner side of 
the lever, e, is a projection of rounded form, corres- 
ponding to the form of the groove, c. g is a spring 
coiled round a sleeve, which encircles the pin, d, one 
end being secured to the lever, e, and the other to one 
of the lugs D. 

When the pipes are to be coupled, all that is neces- 
sary is to take hold of the parts, one in each hand, press 
on the outer ends of the levers, e, thereby bringing 
them into position shown by Fig. 37, then push the 
two parts together until the gaskets, b, come in con- 
tact. The projecting lugs will then overlap, and the 
projection, f, will enter grooves, c, in which position the 
coupling will remain until the parts are again separated 
either by hand or by the accidental separation of the 
carriages. Should such an accident happen, the two 
parts of the coupling will separate without injuring the 
roimded projections, f, by means of which they are 
held together, slipping out of the grooves, c, c. As 
soon as the parts are separated the springs, g, will 
force the discs, e, against the gaskets, b, thereby 
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instantly closing the openings of the ends of the coup- 
ling and preventing the passage of air into or from the 
train-tube. When the coupling is separated by hand, 
the result is the same, all that is necessary being to pull 
the coupling apart. 

To sum up. The Eames brake has two brake- 
cylinders on the engine, two on the tender, and one on 
each of the vehicles. Two lines of pipe, with hose and 
couplings, extend throughout the train. One pipe, 
called the automatic-pipe, has a connection on each 
vehicle, with a valve-box, duplex- valve, which box has 
two other pipe connections, one with a reservoir, and 
the other with the brake-cylinder. The hose-couplings 
of the automatic-pipe have valves that can be held from 
closing by hooks, and are so held except when purposely 
closed, as at the rear of the train. The second pipe, 
called the plain-pipe, has a connection directly to each 
cylinder, and the hose-coupling between the carriages 
have valves that close when thosecouplings are not united. 
On the engine there are two ejectors, one, a small 
one, constantly working for creating and maintaining 
the vacuum in the automatic-pipe and reservoirs ; and 
the other, a large one, for creating a vacuum in the 
plain or non-automatic-pipe when wanted. There are 
also valves for admitting the steam to the ejectors, and 
other valves to admit air to the two lines of pipe, as 
well as gauges to indicate the degree of vacuum in each 
pipe. 

This brake is worked as follows : — The small ejector 
is started, and a partial vacuum is obtained in the auto- 
matic-pipe, valve-box, duplex-valve, and reservoirs. 
To apply the brakes for ordinary purposes, the large 
ejector is worked, and a partial vacuum is formed in the 
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plain-pipe and all of the cylinders, a check- valve being 
put in each duplex valve-box to prevent air from 
passing to the cylinders from the automatic-pipe. The 
brakes are released by letting air into the plain-pipe 
and cylinders by means of a valve on the engine. If a 
train breaks in two^ the two-pipe couplings separate. 
The automatic-pipe remains open, and destroys the 
vacuum in the pipe and on one side of the diaphragm 
in each valve-box, which diaphragm moves so as to 
open a passage from the resen^oir to the cylinder, thus 
practically exhausting the air and applying the brakes. 
The brakes on the detached portion may be quickly 
released by simply opening the valve of the non-auto- 
matic or plain-pipe coupling which lets air into all the 
cylinders. Each van has a valve for admitting air to 
the automatic-pipe, for the guard to apply the brake. 
From the above it will be seen that the brakes are 
automatic if a train breaks in two, or if the automatic- 
pipe alone is destroyed. But the brakes will not act 
with effect if the flexible-piston of the brake-cylinder 
on any one carriage is destroyed, or if the non-auto- 
matic-pipe is broken off, as may be the case in an 
accident. The flexible pistons are of rubber and are 
exposed. They are therefore liable to be damaged. 

Conclmion, — The Eames brake, with double line of 
pipe, although claiming to be automatic in its action, is 
subject to the same objections as non-automatic vacuum- 
brakes, because in many cases, as shown above, the 
brakes do not act, or they lose their power. This brake, 
therefore, does not give any more security than a non- 
automatic vacuum-brake, and the great complication of 
its component parts is entirely without object. 



CHAPTER X. 

ASPINALL'S AUTOMATIC VACUUM-BRAKE. 

In the Aspinall brake, atmosplieric pressure opposed to 
a vacuum is the force employed; the vacuum being 
formed by means of an ejector^ or a pump. 

A vacuum is maintained on both sides of a dia- 
phragm-pistouy by the action of exhaust. When the 
vacuum is destroyed on one side of the diaphragm, the 
brakes are applied. When the brakes are to be released, 
the vacuum is restored on both sides. 

Fig. 39 is a transverse section of the apparatus 
as fitted to each vehicle of a train with a double-pipe 
system ; h is the diaphragm which is inclosed in the 
air-tight casing A:, and the rod from the diaphragm, h, 
works auvtight through the bottom of the casing. 

The upper and lower parts of the cylinder, ky are 
united by flange-joints to which the leather of the 
diaphragm, A, is also united, as shown in the usual 
manner. Fig. 40 shows a modification of the brake- 
cylinder, in which the upper part of the cylinder is so 
much larger than the lower part, that, when a vacuum 
is produced in it, it practically acts as a vacuum reser- 
voir upon the application of the brakes and so obviates the 
necessity of employing separate reservoir chambers, as 
is often the practice. Although such separate vacuum 
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reBcrvoire may be employed ■witli thia form of cylinder, 
where a still greater power and rapidity of action is 
desired, the stroke 
or lift of the dia- 
^^" phr^in. A, is 

limited, and there- 
by the durability 
of the leather en- 
sured by the flange 
or ledge k'. The 
same object is at- 
tained in the cylin- 
der shown in Fig. 
39, by making the 
hfflght of the upper 
part correspond- 
ing to the desired 
stroke or lift of the 
diaphragm. The 
height or capacity 
of the upper part 
of- the cylinder 
shown in Fig, 40 
should, where pos- 
sible, be, say three 
times that of the 
lower part, be- 
cause, for ordinary 
practical working 
purposes, s va- 
cuum of 30 inches only is as much as can he obtained 
and maintained. 
The rod, /, for working the brake-gear, is attached 




ASPINALL'S AUTOMATIC VACUUM- BRAKE. 



95 



to the diaphragm h, but works air-tight through the 
bottom of the cylinder, k, by an arrangement consti- 
tuting a flexible or collapsible joint. The joint, which 
acts in place of 
an air - tight 
collar or stuff- 
ing - box, is 
formed by at- 
taching to the 
outside of the 
casing a coni- 
cal tube or 
sleeve, m, made 
of indiarubber 
or leather. 
This tube, fw, 
is at one end 
fixed to the 
rod, /, and at 
the other to the 
bottom of the 

cylinder, k. It entails very little resistance or friction, 
and is durable and convenient. 

Referring again to Fig. 39, a and b are two pipes 
which lead through the train, connected with the 
cylinder, k, on each side of the diaphragm, h, through 
a reversing double-beat and double-seat valve appliance, 
consisting of the two seats, e' and ^, with the valve e, 
which can seat itself on either of them, and the valve 
seats/' and /, with the indiarubber valves, / and g, 
respectively. The pipe, c, communicates with the 
bottom of the diaphragm piston, h, and the pipe, (/, 
with the top of the same. The consequence of this 




Fig. 40. — ^Aspinall's Yacuum-Brake — ^Modifi- 
cation of Brake-C jlinder. 
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yalve arrangement is that, if both train-pipes, a, by are 
exhausted, the cylinder, ky will be exhausted on both 
sides of the diaphragm, A, because the valves, g and/, 
will open, and the valve, e, wiU be in a position be- 
tween the two seats, ^ and ^ ; whereas, if air be 
admitted to either pipe, a or by while the exhaust 
is continued through the other, the air will be directed 
to the bottom of the diaphragm, hy and allow the 
exhaust to be continued from the top. If, for in- 
stance, air be admitted to the pipe, a, the valve, g, 
will close on its seat, </, and the valve, e, will 
be driven over against its seat, e'y as shown in the 
drawing — allowing the air from the pipe, a, to rush 
into the pipe, Cy and to the bottom of the diaphragm, h. 
The exhaust at the same time continues through the 
train-pipe, 5, and the pipe, d, the valve, /, remaining 
open, and a vacuum being maintained above the dia- 
phragm, hy whereby the valve, e, is also retained firmly 
on its seat, e'. If air be admitted to both train-pipes, 
a and 6, as, for instance, by the parting of the train, 
the valves, / and ^, closing on their respective seats, 
shut off all communication with the pipe, dy and the top 
of the diaphragm, A, and the air flowing past the valve- 
seat, e' or e^y or both, will be directed to the pipe, c, 
and the bottom of the diaphragm, A, raising the same 
against the vacuum above, and thereby applying the 
brake. 

To allow the air admitted to one of the pipes, a or 6, 
by the driver, when applying the brakes, to take full 
effect, a valve on a rod connected to a diaphragm is 
used on the engine to stop the communication between 
the pipe and the ejector when air is admitted. This 
arrangement is illustrated in Fig. 41 ; i is the dia- 
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phragm, and / the valve connected to it, Thia valve 
opens, that ia, comes into the position shown, when the 
eihanet or larger ejector is started to set the brakes, 
or to release them, and will remain open so long as the 
vacuum is being maintained in both pipes, a and h. 
But it closes when air from any cause is admitted to 
the antomatic-pipea, a and c, or h and c. 

The mode in which this valve, Fig. 41, works, is as 
follows: d is a pipe leading to the ejector or pump, 
and to the upper 
portion of the cy- 
linder, k; c is a 
pipe leading to the 
lower portion of 
the cyKnder, A ; w 
is a pipe in commu- 
nication with c, but 
closed to the atmo- ^ 
sphere by a move- 
able valve, q, which 

can seat itself Fig. il.—Alpinidl's Brake— stop- Valve. 
either on the 

mouth of the pipe, x, or the pipe, w, turning on 
a hinge, ^. Thia pipe, a, admits atmospheric air to 
the top of the diaphragm, i, through which a very 
small hole, », leads to a chamber, o, from which a 
small pipe, p, ia led to the ejector above the valve 
usually placed in the baae, so that, when the large 
ejector is not exhausting, the air is free to flow into the 
pipe, p, and chamber, o. The diaphragm is by a stem 
connected to the valve, /, which can close on its seat, ; ', 
and stop communication between the pipes, d and c. 
So long as the exhaust is maintained in the pipes 
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d and c, tlie valTe, j\ wiU remain open, as sliown in the 
figure, but when the driver applies his brake, admitting 
air to the pipes, w and c, thence to the bottom of the 
cylinder, A;, he turns the flap- valve, g, over on to the 
pipe a?, and the valve, y, will close on its seat,y', because 
there is a vacuxun in the pipe, d. All communication 
between the pipes, d and c, is thus shut off, and the 
exhaust can be continued from the top of the cylinder, k. 
The large ejector having been brought into use in order 
to produce a greater vacuum above the sack dia- 
phragm, A, Fig. 39, in order to intensify the action of 
the brakes, a vacuum is also created above and below 
the small diaphragm, t. Fig. 41, through the pipe, p 
and the small hole, n. The diaphragm, t, therefore, 
remains in equilibrium, and does not move the valve, j. 

To release the brakes, the driver moves the valve, $', 
from its seat on x to its seat on Wy thereby allowing 
the atmosphere to enter a?, and preventing it from 
entering w. 

The larger ejector can be started at the same time, 
creating a vacuum in the chamber, o. The air now 
acts on the top of the diaphragm, «, which is larger 
than the valve, y, and opens it instantly, and the air 
once more flows from the pipe c to the pipe d, and out 
through the ejector. The valve is also of great use in 
allowiug the driver to graduate or regulate the power, 
or the suddenness with which the brakes are to be 
applied according to requirements. 

Iq case air be admitted to either or both train-pipes 
from some part of the train behind the tender, a double- 
beat valve is used connecting the pipes, d and c, on the 
tender. This valve is illustrated by Fig. 42. It is 
placed in some convenient part of the tender, and is so 
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arranged that the . air will be directed to the pipe or 
chamber c, communicating with the bottom of the 
sack, k, on the tender, and connected to the diaphragm- 
valve above described with reference to Fig. 41, and 
which communicates with the bottom of the sacks on 
the engine and tender. The valve, Fig. 42, at the 
same time stops the 
admission of air to 
the other train-pipe 
on the engine and 
tender, so that the 
exhaust may be con- 
tinued from the top 
of these diaphragms, 
h. It is constructed 
so that if air is ad- 
mitted to the train- 
pipe, a, the valve, r, 
which is connected 
by a stem, r*, with 
the valve, «, is forced 
on its seat, shut- 
ting off communica- 
tion with the atmo- 
sphere and with the 
top of the engine- 
and-tender sack, and 

at the same time forcing the valve, 8, from its seat, «', 
and allowing the air to flow past 8 through the pipe, 
Cy to the bottom of the engine-and-tender vacuum- 
cylinder. 

If, however, the air is admitted to the pipe b, and 
not to the pipe a, the valve, 8, closes on its seat, a^, and 




Fig. 42. — ^Aspinall's Vacuum-Brake — 
Double-Beat Valve. 
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effects the same residt. It is fitted with a screw, #, 
which is used when the engine is working a train fitted 
with the ordinary vacuum-brake. This screw servea 
to force the valve, r, on to its seat, so as to make 
the communication between the ejector and the top of 
the engine sacks, A;, independently of the pipes between 
the train-sacks. Or, instead of the diaphragm-valve 
described with reference to Fig. 41, a single valve, /, 
as illustrated by Fig. 43, can be used in connection 
with an air-admission valve, ^, whereby the driver,. 

in admitting air to apply the 
brake, also shuts off the com- 
munication with the ejector, 
as indicated in the drawing. 
But where automatic action is 
required in all cases, a valve as 
shown by Fig. 42 is necessary. 

When the engine is coupled 
with the train, the brakes are re- 
leased by re-creating a vacuum in 
the lower portion of the brake-cylinder, k. This is done 
by dropping the valve of Fig. 43 (when this valve is 
used instead of that shown at Fig. 41) into its normal 
position here shown, when the injector will again 
exhaust from the train-pipe, 6, and the lower portion 
of cylinders, *. 

The brake as described above, with a double line of 
train-pipes, may be so adapted as to work at will as 
follows : air is allowed access to both sides of the dia- 
phragm, A, and the brakes are applied by creating a 
vacuum one side of this diaphragm ; the brakes are re- 
leased by readmitting air and destroying the vacuimi, or, 
in other words, the systems of vacuum-brake can be 




Fig. 43.— AspinaU's Va- 
cuum-Brake — Single 
Valve. 
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worked by the same arrangement. Carriages fitted 
with this brake can be interchanged with those fitted 
with other systems of vacuum-brake, which are like- 
wise operated by double or single line of pipe, and 
which are fitted with similar couplings. The arrange- 
ment is the same as first described, with the following 
additions : the reversing valve, ^, e, /, described with 
reference to Fig. 39, is used, and between it and the 
casing in the pipes, d and c, communicating with the 
top and bottom of the diaphragm, h, are respectively 
two valves. One is made to close the pipe in which it 
is placed when air is admitted to that pipe, which the 
reversing valve, g, e, /, will not now do when the train 
parts, and the other, or second valve, is so arranged 
that it can be set to open a through communication 
between the reversing valve and the bottom of the 
diaphragm, h, or close to the pipe from the reversing- 
valve, and admit air direct to the bottom of the dia- 
phragm. When working automatically, this valve is 
in its first-mentioned position, and the first-named 
valve is free. When it is desired to work on the ordi- 
nary vacuum system, the second valve is fixed in its 
second position, and this at the same time fixes the 
first valve open. One of the arrangements for enabling 
the trains to be worked on either the automatic prin- 
ciple or the ordinary vacuum principle, is illustrated 
by Fig. 44, which is an arrangement similar to the one 
shown in Fig. 39, but with the addition of a three- 
way cock, and other parts. This figure simply 
shows another form of brake-cylinder, suitable where 
height is of importance. When woi'king automati- 
cally, the plug, u, of the cock is so set, as shown, as to 
cause communication between the pipe, c, and the lower 
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portion of the brake-cylinder, k, tte consequence being' 
that the opening through the cock to the atmosphere 




is closed. When working with Smith's or Hardy's 
eastern, the plug, w, of the cock is so set as to open 
communication between the atmosphere and the h)wer 
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portion of the brake-cylinder, k, also between the 
pipe c and the pipe d, leading to the top of the brake- 
cylinder, A, as shown in dotted lines ; whereby is esta- 
blished a continuous communication between the lower 
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portion of the cylin4^r, A;, and the atmosphere, under 
aU circumstances between the top part of cylinder, i, 
and the train-pipe, independently of the directing 
valves, g, /, e. 
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When working with the ordinary vacuum system, 
the screw Sy Fig. 42, in the yalve behind the 
tender is screwed up against the valve, r, forcing it 
against its seat. The driver's valve is also used 
with this system. 

The mechanism employed with the single-pipe 
system is as follows : — Fig. 45 shows the brake 
cylinder applied to a single train-pipe, a, which, by a 
branch pipe, b, is connected with the bottom of the 
cylinder, k, and by a pipe, d, with the pipe, c, leading 
to the top of the cylinder, k. There is a valve 
between the two latter pipes, free to open when 
there is air in the upper and lower parts of the 
cylinder, k. 

When air is admitted to the train-pipe, a, the dia- 
phragm, A, will be forced up and the brakes applied, 
the valves at the same time closing, and retaining 
the vacuum in the upper portion of the casing, k. 

To take off the brakes, a vacuum must be recreated 
in the train-pipe, a, or air must be admitted to the 
upper part of the cylinder, k, if the engine is un- 
coupled from the train. This latter is effected by 
opening the valve, t^ by means of the rod, t;, which, 
as it passes out through a hole in the pipe, c, is pro- 
vided with a flexible sleeve or tube joint, similar to 
that of the rod, /, at the bottom of the cylinder, k. 
By means of a lever, y, on a weigh-shaft, 2, and the 
lever-handle, s', the valve, t, may be opened from each 
side of the carriage. The handles, 2', are so heavy 
as to keep the rod, t?, normally in the raised position 
here shown. 

Improvements have been introduced for regulating 
the flow of air in vacuum-brakes, so that as soon as the 
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Tacunin in tbe train-pipe for automatio action is 
aerioualy impaired, the brake flies on at once and 
pulls the train up. The improvement relates to valves. 
Fig. 46 is a vertical section through one of these 
valves ; it consists of a head or plate, a, fixed to a flex- 
ible diaphragm, h, above vhich there is a close cham- 
ber, c ; this diaphragm-head, a, or a continuation 
thereof, in the form of a valve, a', as shown, in this 
instance seats itself in the lovest position of the dia- 
phragm, b, on a valve seating, 
»*, and closes the communica- 
tion between the train-pipe, c, 
and one or more — in this case 
four — apertures, d, to the at- 
mosphere. 

There is a commtmication 
hole through the stem of the 
valve, a a', or a very small 
pipe establishing a certain de- 
gree of communication between 
the chfionber, c, above the dia- 
phragm and the under side of „ „ , 

*^ * „ Fig. *6.— AapioaU'B Brake. 

valve. The lever, e, tor ac- VbItb. 

tuating this valve by hand is 

BO balanced relatively thereto that, when a vacuum is 
created throughout the train-pipe, c, and by the small 
communicating hole in the chamber, c, above the dia- 
phragm, the valve, a a', is almost in equilibrium ; but 
as the head, a', is greater in area than the diaphragm 
head, b, it remains sufficiently tight in its seat, a', to 
prevent air admission to the train-pipe, c. When the 
vacuum in the latter is impaired, the equilibrium is de- 
stroyed. The atmosphere, having, as before, access to 
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the underside of the diaphragm, b, will then force the 
latter up, raising the valve, a', from its seating, a^, 
and admit air completely to the train-pipe, c, at this 
place by the opening, d . Atmospheric air will now 
gradually find its way into the chamber, c, above the 
diaphragm through the small hole; the valve a, (/, 
will then descend again by gravity and close the air 
admission to the train-pipe, c. By means of a vacuum- 
gauge connected to the chamber, c, the brake-power 
may be constantly indicated. This improved valve is 
applicable to the single-pipe system and the double- 
pipe system already described. In the latter case, it 
is connected with the pipe communication with the 
lower portion of brake-cylinder imder the guard's van, 
an ingenious valve device for automatic action where 
double lines of pipes are used along the train. 

In case air is admitted to either or both pipes from 
any part of the train the air will be directed to the 
lower part of the sack, and the vacuum upon the upper 
side of the sack diaphragm will be maintained, or the 
exhaust may be continued from the upper part of the 
diaphragm where only the pipe is severed ; or air is ad- 
mitted by the driver or the guard, or by accident, to 
the lower side of the sack. 

Fig. 47 is a cross section of one such directing 
valve. It has four valve-seats, ^, /^, g^, h^, meeting in 
one centre line, and arranged in a casing which, at two 
opposite sides, viz., at a' and at b\ communicate respec- 
tively with two main pipes ; and at two other sides, viz., 
at d' and c' respectively, with top and bottom of sacks. 
The valve is made of one continuous piece of leather, 
having three metallic pieces to stiffen it. 

By this valve arrangement, which is placed between 
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the two train^pipes, the flow of air is aiitomatiGall7 

regulated from the top tmd bottom of the sacks. 

Fig. 48 is a section of a directing valve to be used on 

the engine for _ _ ,. . 

it J. .R Top of Gtw w 

the porpose oi » • ^ 

putting on and 
releasing the 
brakes. This 
valve ia used 
in combination 
with the valve 
shown in sec* 
tion in Fig. 49. 
This valve re- 
gulates the flow 
of air to the 
bottom of the 
engine-aod- tender sacks. Sy the combination of these 
two valves (Figs. 48 and 49) the use of the engiue- 




Fig, 17— Aspinan's Brake— Direoangr ValTe. 



Fig. 48.— A^pinall's Biake— Direotiiig Talre. 
man's valve and the valve at the baek of the tender, 
already described, may be dispensed with. 



1 
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The valve, Fig. 48, is constructed in two parts, which 
are similar to one another. The pipe, q, leads to the 
ejector and to the top of the engine-and-tender sack. 

The ejector exhausts the air from 
^ y |l the train-pipes, c and d, which 

flows past the valves, r and s, to 

the pipe, q. The valve r is 

formed with a spindle having two 

heads, the head, r, seats itself on 

^^ the seat, r', and shuts off commu- 

Fig. 49. — AflpinaU's nication between the pipe, c, and 

^Sv*-^^^^^"* the ejector pipe, q. The head, 

t, is attached by means of a dia- 
phragm, f, to the flange of ^ chamber, u, which 
communicates with a similar chamber over the valve- 
spindle of 8, by means of the opening, u'. There is a 
small hole, ^, causing communication between the pipe 
q, and the passage, u'. A pipe, v, upon the top of 
which is a flap valve, i/, communicates with the 
chamber, u. The pipe, w, communicates with the 
train-pipe, c, and terminates with a flap valve, tc\ 

To apply the brakes, the driver lifts w\ air flows to 
c, and forces r into its seat, /. A vacuum has been 
formed above the head, t, through the small hole, f ; 
t is therefore in equilibrium. The ejector goes on 
exhausting through the train-pipe, d, as the valve, «, 
remains in the position shown in the drawing. To take 
off the brakes, the driver closes the valve w\ and opens 
the valve t?'. Air now rushes to the top of the head t, 
and this being larger in diameter than the head r, it 
forces it on to its seat, r', and the air in the train-pipes, 
c, once more flows to the ejector. As soon as the brakes 
are off, the valve v' may be dropped on its seat, when the 
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head, t, will once more be put in equilibrium by the air 
being drawn out of the chamber, w, through the 
hole, fi. . 

Shoidd air be admitted by accident to the train- 
pipe, dy the valve, «, will act in a precisely similar 
manner, and may be reopened by opening the valve, if, 
Shoidd air be admitted to both train-pipes by acci- 
dent or otherwise, both valves, r and 5, will close, the 
brakes on the engine and train will be applied, and the 
ejector will continue to exhaust from the top of the 
engine and tender, and the brakes will be released by 
opening the valve v\ The valve shown in section at 
Fig. 49 is placed between the train-pipes, c and dy upon 
the engine, and directs the flow of air to the bottom 
of engine-and-tender sacks. The pipes c and d are 
not connected with the top of the engine-and-tender 
sacks, but only with the bottom of them through the 
valve. This valve, a?, is formed with two seats, x' 
and 0^. It has three branch-pipes, of which c and d 
communicate with the main train-pipes ; the third 
branch, y, leads to the bottom of the sack. If air is 
admitted to c, the valve x flies over to its seat, x'y 
as the ejector continues to exhaust through the pipe, d. 
If air is admitted to d, the valve x seats itself 
on a?, and the ejector continues to exhaust through the 
pipe c. In either of the above cases, the air flows to 
the bottom of the engine-and-tender sack, through the 
branch, y, and the brakes are applied. If air is admit- 
ted to both c and dy it flows to the bottom of the sacks 
through y, and applies the brakes. 

A valve is made for the purpose of closing the con- 
nection between the upper portion of the sacks and the 
train-pipe, at the same time ensuring that the same shall 
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be rei^)eDed either by the creation of a Tacaom in the 
train-pipe equal to or lees than that in Uie upper portion 
of the sacks, or hj hand where it becomes necessary. 
This valve is used either with the single or the double- 
pipe ^stem to enable cconmunication between the 
ejector and the top of the sacks to be established after 
the brake has been applied, and after the power of 
producing as good a Tacaum in the train-pipes as there 
is in the top part of the sack, has been lost. The valve, 
which is shown ia section 
in Fig. 60, wiU, when 
seated on the seat, /, close 
the connection between 
the train-pipe and the top 
of the sacks. It is formed 
with a hollow stem, m, 
commonicating by one or 
more perforations with 
the train-pipe (and thus 
also with the bottom of 
the sacks), and passes air- 
Fig. 50.— Aspmall's Bnke— Valvii. tight through the wall 
of the valve - chamber. 
Being attached thereto by a leather sleeve or tube, 
m', its outer open end terminates in a chamber, rt, 
one side of which is formed by a head, h, on the 
stem of the valve, the head being attached to the 
sides of the valve-chamber by a diaphragm, g. The 
head, h, is fixed to the hollow stem, m, by means of 
the nut, /. The stem may be solid, and a side pas- 
sage be formed between the chamber and the com- 
munication to the train-pipe. 

Conclusion. — The Aspinall Brake in its various 
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forms, as described aboye. has only been partially 
appUed for experimental purposes, and cannot be con- 
sidered to have entered into practical working. 

As far as the single-pipe brake is concerned^ it is 
subject to most of the objections raised against the 
Hardy Automatic Vacuum-Brake, whilst the double- 
pipe arrangement has the same defects as the Eames 
apparatus, and is, therefore, not much safer than a 
non-automatic brake. 
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CHAPTER XI. 

BARKER'S HYDRAULIC CONTINUOUS-BRAKE. 

Hydraulic brakes are worked by means of salt-water 
or other liquid stored under pressure in an accumu- 
lator. To pump the liquid into an accumulator, Barker 
employs a direct-acting steam-pump, which can be 
worked by steam from the boiler of the locomotive, 
and is constructed in the following manner : — The 
steam-cylinder and the pump-cylinder are, as usual in 
direct-acting steam-pumps, in a line with each other, 
tandem fashion, and a piston-rod secured to the piston 
of each cylinder passes through stufling-boxes in the 
two cylinder covers in the ordinary manner. The 
admission and escape of steam from the steam-cylinder 
is controlled by a piston- valve. From the valve a rod 
passes out through the end of the valve-chamber, and 
lies parallel with the piston-rod of the steam and the 
pump-cylinders. Between the two cylinders, the piston- 
rod has a crosshead attached to it, which embraces the 
valve- rod, and is free to slide to and fro upon it. Upon 
the valve- rod are two coiled springs of equal length, 
one on each side of the crosshead, and abutting at their 
opposite ends against collars upon the valve-rod. By 
this means, when the piston of the steam-cylinder 
passes beyond the centre of its stroke, one or other of 
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the coiled springs is compressed, and tends to shift the 
valve over from one position to another. The valve is, 
however, prevented from moving over by a projection 
upon the valve-rod, which comes into contact with a 
stop carried by a lever. This lever is free to turn 
upon a pin at one end, and is held down by a spring at 
its other end. As the piston of the steam-cylinder 
completes its stroke a roller upon the crosshead of the 
piston-rod acts upon an incline on the lever above 
mentioned, and lifts the free end of the lever; the 
stop upon the lever is thereby moved out of the way of 
the projection upon the valve-rod, and the valve is at 
once thrown over by the action of the coHed spring, 
which had previously been compressed, and the valve 
is held over in its new position by the spring. As the 
piston of the steam-cylinder travels back, the stop-lever 
is drawn down by its spring, and prevents the valve 
from moving over until the completion of the stroke, 
when it is again free and shifted in the manner pre- 
viously described. The width of the stop upon the 
lever, and that of the projection upon the valve-rod, may 
be so adjusted as to allow a slight movement of the valve 
at the centre of eiach stroke. By this means, steam 
may be partially or entirely cut off at the middle of 
the stroke, and so the steam in the middle of the 
cylinder may be allowed to work expansively. The 
extent of movement of the valve at the end of each 
stroke is limited by the projections upon the valve-rod 
alternately coming in contact with a fixed stop. Con- 
cussion is obviated by discs of vulcanized indiarubber 
interposed between them. The piston-valve is com- 
posed of two pistons at a distance apart from each 
other. Each piston serves alternately to admit steam 

I 
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to, and shut it off from the port leading from one end 
of the cylinder, and at the same time to open or close 
the communication of this port with the exhaust 
steam. 

Steam is admitted to the central space of the yalye- 
chamber between the two valves, and the exhaust is 
led off from its two ends. The ports for admitting 
steam to, and exhausting it from the two ends of the 
steam-cylinder enter the cylinder at some distance from 
its ends. From each port is a branch-port of con- 
tracted dimensions leading to the end of the cylinder. 
The piston of the steam-cylinder at the ends of its 
stroke passes beyond, and so closes the main port, whilst 
the contracted branch-port remains open. Thereby 
the piston is both brought up and started again quietly. 
The pumps are provided with indiarubber lip-valves, 
having the interior surfaces made of hard rubber and 
the exterior of soft rubber. When so made, no doubt 
the valves are much less liable to failure under heavy 
pressure. 

The apparatus for applying the brakes to the wheels 
of the guard's van is constructed in such a manner that 
it can be worked both by hand in the ordinary manner, 
and by liquid pressure from the continuous pipe of the 
hydraulic-brake apparatus, which is carried along the 
train. For this purpose, the link which rises up from 
the ordinary brake-gear below the guard's van, and 
which link has to be lifted to apply the brake, is 
coupled by a pin-joint to a cap which comes above a 
nut upon a vertical screw of the ordinary hand-gear. 
Below the cap is also a hollow tubular plunger, work- 
ing in an hydraulic cylinder. When fluid under 
pressure is admitted to the hydraulic cylinder, the 
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hollow plunger rises, whereby the cap and link are 
raised, and the brake is applied without moving the 
nut or the screw. The guard can also apply the brake 
by turning the screw by means of the ordinary hand- 
gear. The nut then travels upwards along the screw, 
carrying the cap with it and applying the brake. It 
is automatic or self-applying in case of severance by 
the accidental parting of the train. Fixed under each 
vehicle to which brakes are attached, are two separate 
cylinders, each containing a piston. Each piston is 
loaded by a spring, and the liquid under pressure, ad- 
mitted to the cylinders from a continuous tube, over- 
coming the resistance of the springs, forces the piston 
to the top of the cylinders. Each cylinder thus con- 
tains fluid under pressure. One cylinder is to supply 
fluid under pressure to apply the brakes, and is fitted 
with a back stop- valve ; the other cylinder is not so 
fitted, and, on the tube becoming broken, the fluid is 
free to escape from this cylinder, and the spring forces 
the piston in the cylinder to the bottom of its stroke. 
The movement of this piston is made to open a valve, 
by means of which the fluid under pressure in the 
first-mentioned cylinder is allowed to pass from there 
and exert its force on a piston actuating the brakes, 
and forcing them against the wheels. On the con- 
tinuous pipe becoming broken, and the piston being 
forced to the bottom of the stroke, the valve, which is 
moved by the piston, is made not only to open com- 
munication from the cylinder under each carriage con- 
taining fluid under pressure to the brake-cylinder, but 
also to close the communication between the pipes 
which contain fluid, (by which the brakes are in the 
ordinary course applied from the engine or the guard's 
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van), the brake-cylinders, and the other pipes running 
Tinder the carriages. 

The fluid can be supplied under pressure to the 
continuous-supply tube by machinery, either on the 
engine or in the guard's yan. In order that the hose- 
pipes, which serve as connections between the car- 
riages to couple-up the continuous pipes of the several 
carriages, may be readily uncoupled, and the escape of 
fluid under pressure at the same time prevented, a 
combined coupling and cock is provided. The kind of 
bayonet-coupling used is so arranged that a quarter 
turn of a handle is made to grip a swivel tied into the 
hose in close contact with the cock, the joint being 
made tight by two indiarubber rings. In moving this 
handle a quarter turn, it is caused to move the plug of 
the cock a quarter turn. The end of the plug of the 
cock, when brought into contact with the swivel end of 
the hose by means of the bayonet-joint, is made to 
turn a plug fitted into the swivel ; and in this way, at 
the same time as a quarter turn is given to uncoiiple 
the hose, this movement, turning each plug a quarter 
turn, prevents the escape of fluid, and vi<!e versd. On 
the coupling-up of the hose, the quarter turn of the 
plug opens the cocks as is required ; the bayonet-joint 
is also arranged in such a manner as to ensure that, 
when coupling-up, the two plugs are fair with each 
other, so preventing the possibility of one plug being 
open and the other shut when the coupling-up is com- 
pleted. The hose, which serves as connections between 
the pipes of the brake-apparatus of the several car- 
riages, is protected and strengthened by wire coiled 
round it. A pump is used for forcing the fluid under 
pressure, and the pump may be worked by steam by an 
excentric motion. 
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The piston of the pump is kept tight by employing 
a ring of leather, or other suitable material, similar to 
a metallic ring, but without a cut in it, to allow it to 
expand. Inside this leather ring is enclosed a metallic 
ring, cut as an ordinary piston-ring, the object of 
which is to spring the leather ring out, and keep it 
in close contact with the cylinder. Two such packing 
rings are used in each cylinder, in separate grooves in 
the piston. The water imder pressure is admitted 
behind the rings in one groove from one end of the 
piston, and to the other groove from the other end. 
In order to place under pressure the fluid by which 
pressure-brakes are actuated, a friction- wheel is in 
some cases employed, running either on the periphery 
of one of the running. wheels of the carriage, or by a 
drum fixed on the axle of a vehicle, and so arranged 
that on the friction-wheel being forced against the 
revolving wheels the friction-wheel is made to rotate, 
and in doing so it winds up a chain. This chain is so 
arranged as to lift a piston working in a cylinder, the 
cylinder being full of water. On the piston being 
forced in by means of the chain, water is expelled. 
This water is connected by pipes with the brake- 
cylinder and applies the brake-blocks ; and, therefore, 
as the piston is more or less powerfully forced inwards 
by means of the friction-wheel being more or less 
powerfully forced in contact with the revolving wheels, 
and thus bringing greater strain to bear on the chain 
by means of the piston, the water is more or less 
powerfully expelled; and the brakes may thus be 
applied with any degree of force. In cases where 
great leverage is required for applying the brake-blocks, 
instead of using several levers, as is frequently the 
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case, an excentric is mounted on the brake-shaft, and 
by taming the excentric the brakes are applied. The 
degree of leverage can be regulated with ease by vary- 
ing the throw of the excentric. 

A speed-indicator is used in order that the driver or 
the guard of the train may at all times ascertain at what 
speed the train is travelling, and thus to what degree it 
is necessary to apply the brake when it is desired to 
stop the train ; and also, when the brakes have been 
applied, to know how quickly the speed of the train is 
being reduced. 

Figs. 51 and 52 show a steam^pump in section and in 
plan. A is the pump-cylinder, b the steam-cylinder, 
c the piston-rod imiting the pistons of the two cylinders, 
D is a cross-head on the piston-rod, d' an arm exteAding 
from the cross-head and at its end embracing the valve- 
rod, E. F, F, are coiled springs surrounding the valve- 
rod, one on either side of the end of the arm, d'. These 
springs at their opposite end abut against collars upon 
the valve-rod. Upon one of these collars is a projection, 
G, which at the centre of each stroke comes against one 
or other side of a stop, h, on a lever arm, h'. This 
arm turns upon a pivot at one end, and is drawn down- 
wards at its opposite end by coiled springs, i. There is 
a roller upon the cross-head, d. At the end of each 
stroke this roller comes against one or other of the 
inclines, h^, on the lever, h , and moves the lever 
upwards until the stop, h, has been moved clear of the 
projection upon the valve-rod. The valve-rod is then 
shifted endwise by whichever of the coiled springs is in 
compression, as before explained. The piston then 
travels back, and the stop comes into position to 
again control the movement of the valve. As before 
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explained, the valve may, at the centre of each 
stroke, be allowed to move a short distance before 
being arrested by the stop, h, so as then to partly or 
entirely cut off the admission of steam to the cylinder. 
K is a fixed stop, which controls the amount of 
movement given to the valve at the end of each stroke ; 
L, L are two collars upon the valve-rod, one on either 
side of the stop, k; l', l' are discs of vulcanised 
indiarubber carried by these collars to avoid shock; 
M, are the two pistons or discs forming the valve, 
at a distance apart upon the valve-rod. Each 
piston serves alternately to admit and to cut off 
steam from the ports, n n, which lead to the op- 
posite ends of the steam-cylinder. Steam is admitted 
constantly to the central space, o, between the discs, 
and the exhaust is led from its two ends, p, p are 
small branch ports from the ports, n, to the extreme 
ends of the steam-cylinder. When the piston travels 
past and covers one or other of the ports, n, the steam 
enclosed in the space between the piston and the 
cylinder-ends forms a cushion to arrest the movement 
of the piston, as the steam can only escape through the 
small port, p, in the same way. When the valve has 
been shifted over at the end of the stroke, steam is at 
first admitted slowly to the cylinder-end through the 
small branch port until the piston has commenced to 
move back, and has travelled past the end of the port, 
N, steam then enters the cylinder freely through this 
port. 

Fig. 53 shows a section of the pump, a is the outer 
valve-casing ; J is an inner cylinder with holes, b\ in 
its sides ; c c are rings of indiarubber made, as shown, 
with lips abutting against each other. 
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The lips are pressed against one another \>j the 
screwing on of tte cover, a', of the valve-case ; the 

cylinder, b, is closed at the top, and at 

its lower end has a fiange around it, 
between which and the bottom of the 
valve-case a tight joint is obtained by 
a ring of vulcanised indiambber in- 
terposed between them. The lip-valves, 
c, are, as already explained, composed 
of an inner ring of hard rubber, c, and 
an outer ring, ^, of soft rubber with Fiij. B3.— BarlcBT'B 
which the lips are formed, as shown. Brake— S«tion 
T. 1 1 ■ 1 ■ 1 - " rump. 

By constructing the hp-valves in this 

muiner, partly of an inner ring of hard rubber, and 
partly of an oater ring with flexible lips of soft rubber, 
the soft rubber lips are prevented from being forced by 
high pressures into the holes of the cylinder, h', and 
from being thereby destroyed. 

Figs. 54, 55, and 56, illustrate the apparatus for ap- 
plying the brakes to the wheels of the guard's-van, so 
that it can be worked by hand in the ordinary manner, 
as well as by hydraulic pressure, a, a are the links 
which rise up from the ordinary brake-gear fitted below 
a guard's-van. In place of simply jointing these 
links to a nut which can be raised by turning a screw 
working with it, as in ordinary hand brake-apparatus, 
they are joined or coupled by a pin to a cap, b, from 
the under side of which descends a tubular plunger, 
c, which works in a hydraulic-cylinder, d, and is 
closed at the bottom, as shown, e is the screw passing 
freely through the cap at the top of the plunger, and / 
is the nut below the cap into which the screw enters. 
The nut is prevented from turning by grooves in its 
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G4, SS, and 56.— Backer's BraliB — Apparatus to apply Brake. 
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%ide fitting over projecting ribs, c , formed down the 
interior of the plunger, e. 

By this arrangement, the guard can apply the brakes 
by turning the screw in the ordinary manner by the 
hand- wheel, e\ at its upper end, or fluid under pressure 
can be admitted to the cylinder, d, and the plunger, c, 
so raised and the brake applied. 

The cylinders and apparatus for actuating the 
brake-levers of the hydraulic automatic-brake are 
illustrated by Figs. 57, 68, 59. a is the chamber 
for containing a supply of water under pressure, 
and it is provided with a piston, B, pressed upon 
by a coiled spring, c. d is a smaller chamber fitted 
with a piston, e, pressed upon by a spring, f. Water 
^ under pressure from the pump is continuously sup- 
plied to the cylinder, d, through the opening, d', 
from a pipe which is continuous through the train 
and is kept supplied with water. From the end of 
the cylinder, d, a pipe passes to the end of cylinder, 
A, and conducts the water under pressure to this 
chamber. Thus the piston of both cylinders are kept 
pressed outwards to the ends of their strokes. At 
the end of the pipe which leads into the chamber, a, 
from the chamber, d, there is a stop- valve, g, to prevent 
water passing back from a to d. The piston, e, of 
the chamber, d, extends through a valve-chamber, 
and through the piston a slot is formed in which is 
placed a small valve, i, pressed outwards from the slot 
by a coiled spring against the valve-face of the valve- 
chamber. 

In this valve-face there are two ports; one port 
leading to the chamber, a, the other port, l, opening 
into a passage, which, by a union at m, is coupled to a 
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branch pipe from the main supply-pipe by which water 
under pressure is supplied to the brake-cyKnder when 
the brakes are to be applied in the ordinary course. 
From the valve-chamber there is also another passage 
which, by a union at n, is connected with a pipe 
leading to the brake-cylinder. When the chamber, d, 
is filled with water, and its piston is pressed out- 
wards to the end of its stroke, the valve, i, closes the 
port, and prevents the escape of liquid from the 
chamber, a ; but the port, l, is uncovered, and water 
can pass through it from the main water supply- 
pipe to the brake-cylinders, whenever the brakes are 
required to be applied in the ordinary course. Should, 
however, there be an accidental severance of the train, 
and the automatic supply-pipe before mentioned become 
broken, the water in the chamber, d, will escape and 
its piston will be forced inwards by the spring which 
presses upon it. The valve, i, will by this movement 
be brought over and close the port, l, and at the same 
time uncover the port ; water under pressure will 
then be forced from the chamber, a, through this port 
to the brake-cylinders, and the brakes will be applied 
automatically. Should it be desired at any time to 
throw out of action the above automatic arrangement or 
any one or other of the carriages of a train, it can be 
done by turning a crank or excentric, o, into such a 
position that it shall come against a hook, f, at the 
end of a rod which extends back from the piston, e, of 
the chamber, d, and so hold back this piston and pre- 
vent the valve, i, from being shifted, though the 
chamber, d, is not kept filled with water. 

The framework of a carriage fitted with apparatus 
such as is above described is shown in Figs. 60, 61, 62. 
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Tte axis, 
o', of the ex- 
centric has on 
it a crank- 
arm, coupled 
by a connect- 
ing-rod to one 
arm of s T- 
lever, Q. Prom 
the two other 
arms of thia 
lever, rode, n, 
are conducted, 
one to one side 
of the car- 
riage, and the 
other to the 
other side of 
the carriage, 
so that hj 
drawing out- 
wards or push- 
ing inwards 
either of these 
rods a quarter 
turn may be 
given to the 
axis of the ex- 
centric. 

In these 
ligures, the 
automati c 
supply-pipe is 
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shown at s, and the ordinary main supply-pipe at t. uare 
couplings which connect the portion of the main supply- 
pipe on one carriage with a portion of the main supply- 
pipe on the next carriage ; and v, the couplings for the 
automatic supply-pipe ; w are brake- cylinders for 
applying the brakes ; x is a tap on the pipe leading to 
these cylinders ; and y, y are the rods passings one to 




Fig. 62.— Barker's Brake. 

one side of the carriage, and the other to the other side, 
by which this tap can be readily opened or closed, so 
that the brake apparatus on any one carriage of a train 
can be put out of action if required. 

A combined coupling and cock for coupling and im- 
coupling between vehicles is illustrated by Figs. 63 and 
64. 

A is a cock, the shell of which is secured to the 
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frame of one cBrriage ; b is another cock at the end of 
a flexible pipe coupled to the end of the length of water 
Bupply-pipe on the next carriage. The plug of the 
cock. A, is prolonged beyond the shell in which it 
vorks and is formed square at its end to enter a 
corresponding recess in the plug of the cook, b. Around 
the end of the shell of the cock, A, is a screw-thread on 
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to which screws a ring, c, which has projecting from 
it a lever-handle by which it can be turned, and also 
two lugs, c*^, to hook over other lugs projecting from the 
shell of the cock, b. The ends of the shells of the two 
cocks which come together, each cany an elastic washer. 
When the two cocks are brought together end to end, 
the plug of the cock, a, enters the recess in the plug 
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of the Gock, B, a quarter-turn is then given to the ring, 
c, by its lever handle, and the lugs on the ring engage 
with the lugs, b^, on the shell of the cock, b, and as 
the ring, c, screws out the shell of the cock, a, it draws 
the elastic-washer carried by the cock, b, tightly 
against the washer carried by the cock, a, and forms a 
tight joint between them. At the same time, the plug of 
the cock. A, is turned so as to open it by means of an 
arm, d, which is secured to the plug of this cock and 
which enters a recess on the exterior of the ring, so 
that as the ring is turned and the two cocks drawn 
together, the cock. A, is simultaneously opened. As the 
plug, A, of the cock is turned, the plug of the cock, b, 
is compelled to turn with it, and so the two cocks are 
simultaneously opened, or when the ring is turned in a 
direction to release the one cock from the other then 
two cocks are simultaneously closed. "When the shells 
of the two cocks are brought together, the lugs, b^, of 
the shell, b, enter between corresponding projections, 
A^, from the face of the shell, a; and the ring, c, 
being turned by its handle, the lugs, c^, upon it pass 
over the lugs, b^, and, the ring working along the 
screw, the two shells are drawn together. There is a 
finger, c^^, on the ring, c, which coming against the 
stop-pin, A^^, on the shell, a, prevents the ring 
unscrewing too far. The sliding-bolt, f, engages with a 
projection, (/, on the ring, c, and prevents it from turn- 
ing except when the bolt is pushed back by the two parts 
of the coupling being brought together. By inserting 
the part, b, in its place, the bolt is forced back until the 
notch in it comes to a place where the projection, (/, on 
the ring can pass through it ; but at other times the bolt 
prevents the cock from being accidentally opened. 
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Conclusion, — The Barker brake, as described, has 
many good points and shows a good deal of ingenuity 
on the part of the inventor. It has, however, the great 
objection of using water-pressure as its motor, and is, 
therefore, open to all the objections so frequently 
pointed out in regard to the use of water in apparatus 
of this kind in cold climates. The remedy proposed to 
overcome this by making a low-freezing compound of 
the liquid used, is a theoretical one which will always 
be found to be unreliable in daily practice on thousands 
of railway carriages. 



CHAPTER Xn. 

SANDERS' VACUUM CONTINUOUS-BRAKE. 

The exhaust-tube, whicli runs from end to end of each 
carriage, communicates with a small exhaust-box under 
the middle of the carriage. From this box a tube 
proceeds for a short distance towards one end of the 
carriage, and a like tube in the opposite direction. 
These tubes commimicate respectirely with rigid cylin- 
ders, furnished at their lower ends with flexible pistons 
or diaphragms. The rods of the said pistons are con- 
nected respectively with the ends of a lever. One of 
the cylinders is of slightly larger diameter than the 
other, and when the cylinders are both exhausted, the 
exhaust in the one cylinder more than balances the 
exhaust in the other cylinder, and the lever connecting 
the piston-rods of the cylinders is thereby brought 
into the position in which, by means of the connecting 
rods, it draws the brake-blocks from the wheels, or in 
other words holds them out of action. The end of that 
pipe which communicates between the exhaust-box and 
the cylinder of smaller diameter is furnished with a 
valve opening outwards, so that the valve offers no 
impediment to the exhaustion of the cylinders. But 
when the exhaustion of the box is destroyed, the valve 
instantly closes and preserves the exhaustion in the 
cylinder of smaller diameter. 
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When air is let into the exhaust-pipe, running under 
the carriage, by fracture of the pipe or by the driver, 
the vacuum in the pipe is destroyed. 

The vacuum in the cylinder of larger diameter is 
also destroyed, while the vacuum in the cylinder of 
smaller diameter is preserved. The flexible piston of 
the latter being no longer counterbalanced by the 
piston of the other cylinder, instantly rises, and, 
changing the position of the lever, joining the two 
piston-rods, presses the brake-blocks forcibly against 
the wheels, and brings the train to rest. When the 
brake-blocks are to clip the same wheel on opposite 
sides, the arrangement is as follows : — To the brake- 
block hangers on the outer side of each wheel a cross 
shaft connection is used, turning in bearings on the 
hangers. At the ends of the cross shafts are short 
vertical levers, the lower end of each of the levers 
being connected by a connecting-rod to the brake-block 
on the opposite side of the wheel. The upper end of 
each of the levers is connected with the lever of the 
working mechanism, that is, the lever connecting the 
rods of the flexible pistons of the cylinders. 

When, by the destruction of the vacuum, motion is 
given to the lever connecting the piston-rods, the con- 
necting-rods connecting this lever with the small lever 
on the outer side of the brake-blocks are drawn inwards. 
The result of this motion is to cause the lower end 
of each of the small levers to draw inward on the inner 
side of the wheel, and thus bring the train to rest by a 
clipping action of two brake-blocks on the opposite 
sides of the wheel. 

As the arrangement of exhaust-cylinders, already 
described, had for its object to work the brakes by 
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pressing brake-blocks 
in oppoeito directions 
between tlie two 
wbeels, the arrange- 
ment of tKe clip[ang 
action is to produce a 
double action on the 
wheel by tbe drawing 
inwards of the con- 
necting-rods, and the 
position of the ex- 
haust - cylinders re- 
M quires to be reversed. 
I That is, the cylinder 
I of larger area in the 
S first described arrange- 
._ meat, with single 
^ brake-blocks, becomes 
[g the cylinder of smaller 
I area for double brake- 
■^ blocks. 

S, Fig- 65 represents 
in elevation the mode 
of working the brake 
when the brake-blocks 
are applied only to the 
inner side of the two 
pairs of wheels between 
which the brake me- 
chanism is situated. 
Figs. 66 and 67 repre- 
sent the mode of apply- 
ing the blocks to the 
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wheels by pressure on opposite sides of the same, or the 
clipping action. The arrangement of the mechanism 
by which the vacuum is made to work the brakes is 
the same in both of the arrangements. The exhaust 
tube, Gy running underneath the carriage, b^ com- 
municates with the exhaust box, c» From this box 
a tube, d, proceeds towards one end of the car- 
riage, and a like tube, Cy in the other direction ; fy g 
are rigid cylinders made of cast-iron, and haying at 
their lower ends flexible pistons or diaphragms marked 
hy i respectively. The rods, k, /, of the flexible pistons 
are connected to the ends of the lever, m, turning on 
the shaft, n. The cylinder, /, is of larger diameter 
than the cylinder, ^, and when both cylinders are 
exhausted, the pressure of the atmosphere operating 
upon the greater area of the flexible piston. A, the 
apparatus is brought into the position represented in 
Figs. 65 and 66 ; that is, the piston. A, of the cylinder, 
f, of larger diameter, is drawn into its cylinder, while 
the piston, t, of the cylinder, g, of smaller diameter, is 
brought to its extreme position outside its cylinder. 

The brake-blocks, Oyp, Fig. 65, carried by the hangers, 
^^ P^y respectively, are connected by means of con- 
necting-rods, q r, to the short lever, «, on the axis, n ; 
and the pistons, A, i, being in the position represented, 
the brake-blocks, o, p, are supported from or held out 
of action on the wheels, t, u. 

That end of the pipe, e, which terminates in the 
exhaust box, c, is furnished with a valve, r, opening 
outwards : that is, into the box, c. The valve, r, con- 
sequently oflers no obstacle to the exhaustion of the 
cylinder, g ; but when the exhaust in the box, c, is 
destroyed, the valve, r, closes, and thereby maintains the 
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exhaustion in the cylinder^ g^ while air passes by the 
pipe, dy into the cylinder,/. 

The atmospheric pressure on the outside of the piston 
or diaphragm, hy is now balanced by an equal atmo- 
spheric pressure on the inside of the piston, h ; but the 
atmospheric pressure on the piston, t, of the cylinder, 
Qy being unbalanced, the piston returns into its 
cylinder by the atmospheric pressure, and by the 
operation of the piston-rod, I, on the lever w. The 
position of the lever, w, is so changed that the short 
lever, «, acting through the connecting-rods, q, r, 
presses the brake-blocks, o, p, into contact with the 
wheels, t, u, and brings the train to rest. Thus, 
when air is let into the pipe, a, either by fracture, 
the severing of the train, or by the action of the 
guard or driver, the brakes fly into action at once. 
To work brakes clipping the wheels on which they 
act on opposite sides, we will describe the action 
with reference to only one pair of wheels. Figs. 
66 and 67 are the hangers to which the brake-blocks, 
f/, Zy are suspended. 2 is a cross shaft working 
in bearings on the outer side the hanger, x, the shaft 
2 connecting the outer blocks on opposite sides of 
the carriage. 

On the cross shaft, 2, is a lever, 3, the lower end 
of the lever being connected by a connecting-rod to 
the brake-block, y, at the inner or opposite side of the 
wheel. 

The upper end of the lever, 3, is connected with the 
lever, 5, of the exhaust mechanism, through the con- 
necting-rod, 5, when, by the destruction of the vacuum, 
motion is given to the levers, m and 8, the connecting- 
rod, 5, connecting the lever, 8, to the lever, 3, on the 
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outside of the^brake-blocks^ p, z, is drawn inwards, that 
is, from the end of the carriage towards the middle. 

The result of this motion is to cause the lower end 
of the lever, 3, to draw inwards the btake-block, p, on 
the inner side of the wheel, and thus to effect a clipping 
action of the two brake-blocks, y, z, on opposite sides of 
the same wheel. On comparing the arrangement. Fig. 
66, with that represented in Figs. 66 and 67, it will be 
seen that the single brakes in Fig. 65 are brought into 
action by the motion of the connecting-rods, q, r, out- 
wards, or from the centre of the carriage towards the 
ends, while the double brakes, y, z, in Figs. 66 and 67, 
are brought into action by the motion of the connect- 
ing-rods, 5, 5, in opposite directions ; that is, by motion 
of the rods, 5, 5, from the ends towards the middle of 
the carriage. 

This difference between the working of the single 
and the double brake-blocks, requires that the cylinders, 
/, g, shall have a position in the arrangements. Figs. 66 
and 67, the reverse of that which they have in the 
arrangement. Fig. 65, the smaller cylinder, g, in Fig. 
65, being on the right of the larger cylinder,/; but the 
positions of the cylinders are varied to suit the particular 
arrangement of brake-mechanism to which they may 
be applied. In either of the arrangements described, 
the cylinders, /, g, may be of the same diameter, pro- 
vided that the two arms of the lever, m, are of different 
lengths. The brakes can be worked positively instead 
of negatively as described; that is, instead of the 
destruction of the exhaust being employed to bring the 
brakes into action, the production of an exhaust may 
be employed to effect the direct action of the brakes on 
the wheels. When the positive method of working the 
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brakes is resorted to, the cylinder of larger diameter, 
and the exhaust-box, c, are dispensed with. 

By means of a three-way cock or valve situated at 6, 
Figs. 65 and 66, signalling on the train may be effected. 
By turning the cock into the position indicated in 
Fig. 65, the pipe, 7, connected with the signal, may be 
put into communication with the exhaust, and by 
turning the plug of the three-way cock or valve 
through a semi-rotation, the signalling tube, 7, may be 
disconnected from the exhaust. The stop-cock is kept 
in its normal position, in which it connects the two 
cylinders by a spring, and by means of a cord or chain, 
not shown, the guard or a passenger may act upon 
this valve and cause an alarm to be soimded. 

It is necessary that the stop-cock at 6 should not have 
a passage through its plug sufScient to allow enough air 
to enter wholly to destroy the vacuum produced in the 
pipe, a, by the steam- jet, as in this case the action of 
the brake mechanism would be interfered with. But so 
long as any material exhaustion is maintained in the 
pipe, a, insufficient to raise the weight, m, on the lever, 
m, the brakes will be kept out of action. 

Mr. Sanders has recently improved his brake in 
dispensing with canvas and indiarubber, and in com- 
bining the action of the two drums in one cast-iron 
cylinder, as shown in Figs. 68 and 69. When the 
brake is ''off,'' the vacuum is maintained on both sides 
of the piston by a small ejector on the engine. The 
piston is then held at one end of its stroke by the 
overbalancing pressure due to the greater effective 
area of the side, a, the effective area of the side, b, 
being reduced by the piston-rod. 

The admission of air through the continuous pipe to 



CONTINUOUS RAILWAY BRAKES. 





the side, a, of tlie piston, 
causeB the brake to be 
instantly^ applied by the 
vacuum maintained on 
the opposite side, b, and 
in the reservoir by the 
check valve, e. The 
brake is released by re- 
storing the vacuum in 
the continuous pipe bj 
the large ejector, and 
on the side, a, of the 
piston. 

The latest improve- 
ment in Sanders' brake 
may be briefly stated 
thus : — There is one 
brake- cylinder, d, Fig, 
70, on the engine, 
and one on each car- 
riage ; a single line of 
pipes extends the length 
of the train vrith a 
branch to one end of 
each brake - cylinder ; 
from the opposite end of 
each cylinder a pipe 
leads to a small reservoir, 
one for each carriage. 
There is a small hole 
through each piston for 
thepassageofftir. When 
the pipe- couplings are 
being disconnected, dar> 
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ing the time tliat a partial yacuum exists in tbe pipe, 
there are no valves to prevent the inflow of air and 
the consequent application of the brakes. There is a 
dummy conpling at each end of each carriage, to close 




Kg. 69. — Sandsrs' Brake (ImproTsd) — Cylinder. 



the pipe-coupling when not connected to the conpling 
of an adjoining carriage. 

There is a small ejector on the engine which maintains 
a partial vacaum in the main-pipe, in each cylinder tm 
both sides of the piston, and in the small reservoirs on 
the carriages. The operation is as follows : The small 
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ejector^ b, Fig. 70, is started, and a partial yacuum is 
created througliout the train, which holds the blocks 
from the wheels. The brakes are applied by opening a 
valve, c, on the engine or in the van, which lets air into 
the pipe and cylinders on one side of the piston. The 
small holes in the piston allow the brakes to leak off, 
but in a length of time greater than the time required 
to make an ordinary stop. When carriages are de- 
tached from a train, the act of uncoupling applies the 
brakes, which must then be allowed to leak off before 
the vehicles can be moved. 

The amount of leakage must therefore be propor- 
tioned to two conditions. If it is too great, it will 
interfere with the operation of stopping the train ; if it 
is too small, it will cause delay in shunting operations, 
or in attaching or detaching carriages. 

References to the engine. Fig. 70 : — ^a, large ejector 
for creating the vacuum ; b, small ejector for maintain- 
ing the vacuum ; c, driver's valve for applying brakes ; 
D, automatic vacuum-cylinders for engine-brakes ; e, 
vacuum-gauge, for indicating condition of brakes ; f, 
steam cock for large ejector ; G, steam cock for small 
ejector. 

Conclusion. — The Clayton brake, used by the Mid- 
land Railway Company, is an automatic vacuum-brake, 
almost identical with the Sanders' brake just described ; 
the only difference being that the cylinder is placed 
inside the reservoir. It is also provided with a leak- 
hole in the piston, so as to avoid the use of valves for 
communication between the two sides of the piston. 
These arrangements, although apparently simple in 
construction, give rise to great compKcations in work- 
ing ; in fact, the couplings are simply hose and con- 
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nections whicli admit air to the main pipe when they 
are uncoupled, thus setting the brakes on both portions 
of the trains, requiring the brakes to leak off before the 
carriages can be moved. This condition is very in- 
convenient in shunting. On inclines, the leakage 
arransfement must be considered dans:erous. If a 
train breaks in two. the brake-power vanishes very 
quickly, and the rear portion of the train will run 
back, and may give rise to accidents. There can 
therefore be no doubt but that the leak-hole arrange- 
ment is an utterly unsafe and bad contrivance. But, 
to do away with this, many alterations would be neces- 
sitated. 

First, the couplings must be so made as to prevent the 
air from entering the main pipe when uncoupled This 
should be obtained by placing cocks on the main pipe, or 
by providing the couplings with automatic valves, as is 
done with the Westinghouse couplings. If the leak- 
hole is done away with, a valve must be added to 
establish a communication between the brake-cylinder, 
the brake-pipe, the reservoir, and the atmosphere. 
This can only be obtained by means of a valve with 
three functions, having an action similar to that of the 
Westinghouse triple-valve. To provide for the ne- 
cessity of isolating the apparatus on one carriage, 
without influencing the rest of the train, a cock should 
be placed between the brake-pipe and the reservoit. 
To provide for the necessity of releasing the brake by 
hand, in exceptional cases, on any one carriage, a 
release-valve should be attached to each brake- 
cylinder. 

It is clear from this that an automatic vacuum-brake 
requires an apparatus equally complicated with an 
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automatic air-brake, and the opinion that a vacuum- 
apparatus is simpler than a high-pressure one, is 
nothing less than erroneous. 

All vacuum-brakes have, besides, the great disad- 
vantage of voluminous cylinders and reservoirs, giving 
rise to great bulk and great weight. 



CHAPTER XIIT. 

THE WESTINaHOUSE AUTOMATIC BRAKE. 

The Westingliouse automatic brake is worked by com- 
pressed air stored in a main reservoir on the engine, 
and in small reservoirs, one on the engine, one on the 
tender, and one on each carriage; all of them con- 
nected by a pipe running throughout the train. There 
are also on each vehicle a triple-valve and a brake- 
cylinder with pistons connected to the brake-levers. 
In maintaining the pressure in the brake-pipe, the 
brakes are kept oS. ; but in letting the air escape from 
the brake-pipe, purposely or accidentally, the brakes 
are instantly applied, allowing air to pass from the 
small reservoirs into the brake-cylinders. 

This brake is illustrated in one view by Plate VII., 
as fitted to an engine and tender. The literal refer- 
ences correspond to those of Plate VUI. The air-pump* 
and the small steam-pump are in one piece, fixed to the 
side of the boiler of the locomotive. The engine works 
the air-pump, by which air is forced into the main 
reservoir fixed to the lower side of the engine footplate. 
The pressure of air is considerable, being from 80 lbs. 
to 100 lbs. per square inch. The compressed air is 
turned into the main or continuous pipe by the driver's 
valve, the pressure being indicated by the pressure- 
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gauge. The compressed-air passes through the triple- 
valve into the small reservoir, but not into the br^e- 
cylinder ; and, for a train of carriages, the air would 
also pass along the coupling hose between the carriages, 
and fill all the small reservoirs. The air is prevented 
from entering the brake-cylinder by the triple- valve, 
which is fitted with a slide-valve having top and bottom 
ports. The pressure of the air lifts the slide over the 
port leading to the brake-cylinder ; and, the pistons in 
the cylinder being held apart by strong spiral springs, 
the blocks are kept off the wheels. 

When the driver perceives danger or requires to stop, 
he lets a little air out of the main pipe, and the slight 
reduction of pressure in consequence causes the triple- 
valve slide to drop, by which movement the top port 
which leads to the brake-cylinder is opened. The air 
in the small reservoir enters the brake-cylinder between 
the two pistons and forces them asunder, and so applies 
the brake, with a force equal, it may be, to 4,000 lbs. 
total pressure. A reduction of 20 per cent, in the 
brake-pipe will cause the triple- valve to drop entirely, 
and release the air in the small reservoir and fully set- 
on the brakes. 

The distance from the reservoirs to the brake- 
cylinders averages not more than 2 feet, and conse- 
quently there is no perceptible loss of time in com- 
pressed-air of 90 lbs. pressure per inch passing from 
one to the other. The contents of the pipe on each 
carriage is about 300 cubic inches ; and this quantity, 
added to 60 cubic inches per carriage, makes 900 cubic 
inches for a train of fifteen vehicles, which has to 
escape at high pressure, in order to set the brakes with 
full force. This operation occupies 1;^ seconds. 
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The brakes are taken off by reopening the passage 
from the main reservoir to the brake-pipe. By this 
movement the pressure in the brake-pipe is restored, 
the small reservoirs are recharged, air is discharged 
from the brake-cylinder, and the springs within the 
cylinder withdraw the brake-blocks from the wheels. 

Provision is made to prevent the accidental applica- 
tion of the brake by leakage, by the introduction of a 
leakage-groove in the brake-cylinder, as well as in 
the slide-valve of the triple-valve, to be afterwards 
described. When a small flow of air from the reser- 
voirs to the brake-cylinder is caused by leakage in the 
brake-pipe, the air flows by these grooves into the 
atmosphere, without moving the pistons. When reduc- 
tion of pressure is made for the purpose of applying- 
the brake, the grooves are closed, and thus all escape 
of air is prevented. A stop-cock is placed on a branch 
from the main or continuous pipe for the purpose of 
closing the connection with the triple-valve on any 
one vehicle, without interfering with the operation of 
the brakes upon the others. A release- valve, worked 
by hand from either side of the train, may be opened, 
if necessary, to release the air from the brake-cylinder. 

Engine and Tender. 

Plate VIII. is a diagram showing the operation of 
the brake, from the air-pump to the end of a vehicle. 
It is not exact, nor to scale, but is intended simply to 
show the relation which each part bears to the whole. 
A is the steam-cylinder, b the air-cylinder, fixed on 
the side of the boiler, c is the main reservoir beneath the 
foot-plate. The pump makes from 20 to 60 strokes per 
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mile, and the reservoir is capable of holding 10 cubic 
feet of air. The pressure-gauge, d^, is fixed inside the 
cab and in front of the driver ; so also is the steam- 
cock, a, for regulating the speed of the pump and the 
air-pressure in the main reservoir. A one-inch ex- 
haust-pipe leads to the smoke-box. 

The driver's valve, d, is fixed in front of the fire- 
box and immediately before the driver; it has one 
connection to the main reservoir, and a second con- 
nection to the brake-pipe, e, running the entire 
length of the train. In its normal position, it main- 
tains about 10 lbs. per square inch more pressure in the 
main reservoir than in the brake-pipe. 

The driving - wheel brake - blocks are generally 
worked by two brake-cylinders. From the brake- 
pipe, e, is a branch on both the engine and the 
tender, to the triple- valve, f, which is in communica- 
tion with the small reservoir, g, on each, and by a 
pipe with the brake-cylinder. Cocks, t, serve to 
close the branch pipe, if required. The brake-pipe, 
£, has, at the end of the tender, a hose, with coup- 
ling attached, which unites with a similar coupling 
and hose on the following vehicle. A drip-cup is 
placed on the main pipe, e, to catch any water which 
might otherwise pass into the train. 

Carriage and Van. 

The apparatus for each carriage is similar to that of 
the tender, except that an eight-inch double piston is 
used instead of a vertical cylinder, which is only 
applied to tenders for convenience' sake, and in order 
to accommodate the existing brake-gear. 
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The connections between carriages are made with 
flexible tubing of 1 inch internal diameter. One 
end of each piece is fitted on a nipple, by which it is 
fastened to the brake-pipe. To the other end is 
attached a coupling having a side opening fitted with 
an indiarubber packing-ring, constructed so as to 
prevent the escape of air when uncoupling, to be more 
fully described in due order. When two of these 
couplings are joined together, the air-pressure within 
serves both to tighten the joint and to hold the two 
couplings firmly together. If the coupling be drawn 
apart forcibly by the separation of the train, the brakes 
are applied in consequence of the escape of air, but no 
damage is done to the coupling. 

Air-pump. 

The direct air-pump is shown in section, Fig. 71. 
Steam from the locomotive-boiler enters the upper 
cylinder between the two pistons of the main valve, 14. 
The upper piston being of greater diameter than the 
lower, the tendency of the pressure is to raise the 
valve, unless it is held down by the greater pressure of 
the piston, 20, working in its cylinder above it, 
which piston is held down by the pressure of steam 
admitted from the chamber, a ; this chamber is 
always in commimication with the space between the 
two pistons of the main valve by means of a pas- 
sage, t 

As shown in the drawing, steam is entering past the 
lower piston of the main valve, and forcing the main 
piston, 6, upwards. As the main piston completes its 
upward stroke, the plate, 10, pushes up the rod, 12, 
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Fig. 71, — Weatinglioiue Automatic Brake — Direct Air-Pump. 
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and with it the slide-valye, 13, closing the passage, a, 
from the chamber, A, to the cylinder 19, and at the 
same time opening the exhaust^passage, b, to the 
atmosphere through c, which relieves the pressure on 
the top of the piston, 20. The relief of the pressure 
on the piston, 20, permits the steam in the main- valve 
chamber to raise the main valve and enter to the upper 
side of the main piston, 6 ; and at the same time it 
exhausts the steam on the lower side. On completing 
its downward stroke, the main piston again draws the 
rod, 12, and the valve, 13, to the position shown, 
reversing the position of the main valve, and conse- 
quently the stroke of the main piston. A lubricator 
of special design is screwed into the top head of this 
cylinder. 

The Triple- Valve. 

A three-inch triple- valve is shown in section. Fig. 
72. The construction and mode of operation of this 
valve are as follows : — Enclosed in a case 1, is a piston 
5, carrying with it a slide-valve, 6, which covers the 
port, a, to the brake-cylinder, and, /in the position 
shown, establishes a communication between it and the 
atmosphere by the exhaust-cavity, b. Compressed- 
air from the main pipe enters the lower part of the 
case, and forcing up the piston, 5, feeds past it into the 
reservoir throagh the groove, d. 

Equal pressures are thus maintained in the reservoir, 
the triple- valve, and the brake-pipe, whilst the brakes 
are off. For the purpose of graduating the brake with 
the greatest nicety, a small valve, 7, is introduced 
into the slide-valve, 6. The action is as follows : — 
Upon a slight reduction of pressure in the brake-pipe 
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being made, the piston, 5, having a limited move- 



Fig. 72.— Westiughoose Aatomatio Brske— TripIe-ValTe. ' 

moot without affecting the valve, 6, will descend, 
thereby cloeing the feed-groove, d, at the same time 
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unseating the yalve, 1, which thus opens the pas- 
sage, e. 

The slide-valve, 6, then moves until the passage, ^, 
opens into the port, a, leading to the brake-cylinder, 
the communication from which to the exhaust is at the 
same time cut off. 

Further downward movement of the slide-valve, 6, 
is arrested by the decrease of pressure above the piston, 
caused by the air flowing into the brake-cylinder. So 
soon as the pressure in the reservoir is thus reduced a 
little below that in the brake-pipe, the piston, 5, moves 
up of its own accord and closes the valve, 7, while the 
slide-valve, 6, retains its position. By simply regulat- 
ing the reduction of pressure in the brake-pipe, and 
causing the motion of the piston and graduating- valve, 
7, to be repeated, the driver can gradually introduce 
any desired pressure into the brake-cylinder, from zero 
to full power. However, if a considerable reduction of 
pressure in the main-pipe is suddenly made, the piston, 
5, is seated on the leather gasket, 10, while the port, a, 
is entirely uncovered, and the brakes are thus applied 
with full force. To release the brakes, air is again 
admitted from the main reservoir to the brake-pipe by 
means of the driver's valve. This acting against the 
reduced pressure in the small reservoir forces the 
piston, 5, into the position shown, thus permitting the 
air in the brake-cylinders to exhaust, whilst at the same 
time the reservoirs are re-charged. 

The only moving parts of the triple- valve, which is 
an ordinary piston and slide-valve moving together as 
one piece, do not make so many motions in fifteen years 
as are made by the piston and slide-valve of the loco- 
motive in one day. 
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Driving- Wheel Brake-Cylinder. 

Cylinders of tliis form, Fig. 73, are used to apply the 
brake to the driving-wheels of engines, where the piston 
cross-head is shown attached to the brake-blocks sus- 
pended between the driving and trailing wheels. Air 
is admitted above the piston, 5, by the downward move- 
ment of which the brakes are applied. 

DoUBLE-PlSTON BrAKE-CyLINDER. 

"When air is admitted to the cylinder, Fig. 74, the two 
pistons, 4, 4, are thrust outwards with equal force by air 
at about 80 lbs. per square inch entering the cylinder. 

When the air is allowed to exhaust into the atmo- 
sphere through the exhaust port, 6, in the triple-valve, 
the springs inside the brake-cylinders push back the 
pistons and release the brake-blocks from the wheels. 

Hose Couplings. 

There has been a desire to have a coupling which is 
so constracted as to establish a free opening by the 
simple fact of connecting it, and so as to close 
automatically when uncoupled in the ordinary way. 
This would then dispense with the cocks in the main 
pipe. Mr. Westinghouse has devised two couplings 
which solve this problem entirely by placing valves in 
the coupling ends. These valves open automatically 
when the couplings are joined together, and close when 
disconnected; but they remain open to apply the brakes 
when drawn open by the accidental separation of the 
train. These couplings have been applied to all 
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trains in tliis countiy . 
HoweTer, although 
these automatic coup- 
lings are quite right 
in principle and inge- 
nious to the extreme, 

most railway engin- J 

eers raise objections ^ 

to the great complica- <?" 

tion of their parts as ^ 

compared with the " 

plain Westinghouse J 

coupling without '^ 

valves, which merits ^3 

admiration on account q 

of its simplicity and "3 



Brake coapliugs at i 

all times will have to J 

stand rough usage and s 

agooddealofknocking | 

about, and therefore ■§ 

the simpler they can o 

be made the better; J 

hence, it is preferable ff 

to use the plain coup- 1 

ling and cock in the ^ 

brake-pipe instead of ^ 

the automatic coup- ^ 
ling described. This 
change, it is stated, is 
now being made on all 
lines in the kingdom. 
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With these non-automatic couplings the cocks in 
the main pipe must always be opened after the coup- 
lings have been united, and must be closed before they 
are separated. 

Description ofCoupling8,Fig. 76. — The two couplings, 
1, 1, are exactly alike, and an air-tight joint is formed 
by means of the rubber packing-rings 3, which rings 
face against each other when the couplings are united. 
The air-pressure in the coupling tends to force these 
rings towards one another, so that the joint becomes 
tighter with increase of pressure. The tendency of 
the air-pressure in the couplings is also to force them 
apart iu a direction at a right angle to the line of the 
india-rubber hose-pipe 7, and consequently, the greater 
the pressure the more firmly are the couplings held 
together by the projecting piece of each coupling, 
which fits in a corresponding groove of the other 
Coupling. 

No damage is done if the couplings be drawn apart 
forcibly by the separation of the train, as the rubber 
rings 3 are forced into their respective couplings far 
enough to permit the projections to disengage from 
their grooves. 

These couplings are united by placing them together, 
with one at right angles to the other, and then turning 
the projection of the one into the groove of the other. 

Driver's Brake- Valve. 

Air passes from the main reservoir into the chamber 
A, Fig. 76, in which is the rotating valve 4, seated up- 
wards by means of a spring 8. When the handle is 
in the proper position for filling the brake-pipe, the air 
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posses through a port in the valve 4 into the chamber 
B and the brake-pipe, the discharge-valve 3 being 
held to its Beat by means of the spring 7. The spring 
7 is held down by the handle 2, the rotary motion of 
which regulates the amount of pressure upon the 
spring by the coarse screw. The valve 3 and the 
rotating valve 4 turn with the handle 2. When the 
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handle 2 is iu its ordinary position during running, a 
passage of ^ inch in diameter is open between the 
chfonber c, in which is seated the small valve 6, and 
the chamber b, this opening being for the purpose of 
maintaining the pressure in the brake-pipe. The 
spring 9, which holds this valve to its seat, has a prea- 
sure of about fifteen pounds, so that the pressure ia 
the main reservoir must always exceed that in the 
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brake-pipe by at least fifteen pounds. When the ex- 
cess becomes greater than that amount, additional air 
passes into the brake-pipe until the spring is again 
able to close the valve 6. 

To apply the brake the handle 2 is turned to the 
right. This relieves the pressure upon the spring 7 
and allows the discharge- valve 3 to be raised from its 
seat by the pressure of air in the chamber B, thus dis- 
charging the air from the brake-pipe and applying the 
brake. At the same time the valve 4 rotates with the 
handle, and this motion closes all communication be- 
tween the chamber a and the chamber b. 

If the handle 2 is turned to its farthest position to 
the right, the valve 3 gives a full opening to the dis- 
charge of air from the brake-pipe, and the brakes are 
applied immediately with full force, as in cases of 
emergency. 

To release the brake, the handle 2 is turned to the 
farthest position to the left. This closes the discharge- 
valve 3 by compressing the spring 7, and at the same 
time causes the valve 4 to turn to a position in which 
there is a free opening between the chamber a and the 
chamber b. This allows the brake-pipe to be re- 
charged from the air in the main reservoir, and the 
brakes to be released. As soon as the brake-pipe is 
recharged the handle 2 is turned slightly to the right, 
or its normal position, closing the fall opening between 
the chambers a and b, but leaving open the J-inch 
passage from the chamber c to the chamber b. 

The object of allowing any excess of pressure created 
in the main reservoir to pass into the brake-pipe only 
through the ^-inch passage is to provide for any gradual 
leakage, and at the same time to prevent the total 

M 
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escape of the air in the main reservoir in case of any 
sudden rupture of the pipe. 

This valve is very simple in its operation, and admits 
of the most perfect gradation of the force with which 
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the brakes are applied, irrespective of the number of 
vehicles in the train. 



Release-Valve. 

The brake release -valve, which is illustrated in 
Fig- 77, is fitted on every vehicle for the purpose of 
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releasing the brake, if applied when an engine is 
not attached. One end screws into the brake-cylinder, 
and the other into the pipe leading from the triple- 
valve. A wire or chain is attached to the handle, 
which may be pulled from either side of carriage. 
This lifts the valve 4, and the air passes from the 
cylinder by the passage to the atmosphere, through 
the hole 6. On releasing the handle, the valve 4 is 
reseated by the spring 5. 



CHAPTER XIV. 

THE RELATIVE CAPACITIES OF BRAKES. 

The comparative merits of continuous brakes was 
unknown until the celebrated trials were made at 
Newark in 1875, and the information then gailied of 
the relatiye efiSciency of the yarious systems was most 
valuable. 

The annexed Tables, Nos. I., II., III., IV., contain all 
the data to show what was done by each brake regarded 
as a train-stopper. The weight of the engines and 
tenders and trains are given separately and combined. 
These are followed by a statement of the observed 
times in seconds occupied in running successive dis- 
tances 800 feet ; the last column of seconds giving the 
fibres from which the speed is deduced. It will be 
seen that, in a great many cases, the last section of 
800 feet was run in 11 seconds, which corresponds to 
a speed of 49*5 miles per hour. Train after train 
attained this speed, but failed to exceed it. 

It was the intention of the Railway Commissioners 
to test the brakes when the speed reached 60 miles 
an hour, but they evidently did not know anything 
about the capabilities of engines in this coimtry, 
although- these were, and are, the very best in the 
world. Every possible effort was made to reach a 
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In B experiments, tender brake, van brake, and continuous 
brake applied by guards on flag or cord signal. 

* Chain parted at seventh carriage from engine. The hind 
portion came to a stand 169ft. in the rear of the first por- 
tion. The hook of the draw-bar was found 5d4ft. back from 
the last carriage of first portion of train. 

t Engine had to be stopped and fire drawn for want of feed 
on run. Brake fitted to eight carriages only. 
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use ef sand, were employed. 
North-Eastern engine. 
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used, including sand. 

North-Eastem Engine. 
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In F experiments, guard signals driver from rear to put on 
continuous brake. 



Signal given from van at rear. Cord did not work. Experi- 
ment unsatisfiictory. 

Cord specially adjusted in this experiment. Signal given 
from fourth vehicle from rear. 
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In Q experiments, guard puts on brake without signalling to 
driver, who applies no brake. 
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In series G ^^<^ ^^ o^ supplementary, passenger puts on 
brake. Steam is kept on till driver feels resistance of brake. 
Guard applies all brakes, engine and tender included. 
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In I series of experiments, only engine and tender brakes to 

be used. 
No brake on engine. 



do: 
No 
dla: 



049 
627 
529 



282-4 
176-6 
698-7 



1623 

3763 

793 



In experiments Ko. 4 supplementary, the train was parted in 

two by a slip coupling, and the figures xefer to the rear or 

slipped portion of the train. 
Coupling ^pped on third vehicle from engine. Hand brakes 

in vans at tail of train not used. 
Slipped at end of second vehicle from engine. Hand brake 

put on by guards. 
Slipped at rear of third vehicle from engine. 
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In A series of experiments no brakes of any kind were used. 
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In B series of experiments only hand brake on tender was used. 
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Tender brake and engine reversed with full steam. 
Yacaum brake applied to engine and tender. 
Tender brake and engine reversed with full steam. 



[ATnjt>AEE COMPETITION. Table 1Y .—Experimmts with a 
onsisting of Six Midland Vans fitted with Hand Brakes. 
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Hand brakes put on as quickly as possible so as just 
not to skid wheels. Leading pair of fifth van 
skidded for a few feet. Three seconds required 
to put brake on. 

Bra^e to be put on as hard as possible. Only four 
vans skidded. Time required to skid, eight seconds. 
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speed of 60 miles an hour in the course of 3| miles ; 
buty with the weight drawn by each engine, it was 
found to be an impossible feat. About this fact, 
future engineers and fast-flyers may have something 
to talk. In almost every instance the drivers, before 
reaching the last 800 feet, worked their engines very 
well, but they no sooner entered the last length than, 
without easing the regulator, they put their hand-lever 
over and choked the exhaust-ports with steam. The 
speed was thus occasionally reduced, because the 
back-pressure was increased. 

The simple statement of the speeds and distances 
run after the application of the brake, conveys very 
little information ; and we must, therefore, draw par- 
ticular attention to the last three columns, as they are 
instructive, and contain the data which are required 
to enable us to determine which is the most efficient 
brake, without consideration for the mechanical pecu- 
liarities or the cost of construction. The last item is 
not in the question where human life is at stake. At 
whatever cost, to save life, suffering, and misery has 
always been, and will be, looked upon as a praiseworthy 
object. 

The system adopted in calculating the last three 
columns of figures may be briefly explained. During 
the time a train is acquiring a given velocity, work is 
being stored up in it, and all this work must be 
expended on something and in some way before the train 
can be brought to a state of rest. The amount of 
work stored up depends on the weight and the velocity 
of the whole moving mass of the train, and is in all 
cases equivalent to that which would be expended in 
lifting the whole train — engine, tender, and all — to 
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the height from which the mass would have to fall to 
acquire the given Telocity. This height is expressed 

by the formula — — , in which v represents the speeder 

velocity in feet per second^ g represents the action of 
gravity, expressed by 32*2. The formula reads thus : 
— If the velocity of a train in feet per second be 
squared, that is, multiplied by itself, and the square 
be divided by 64*4 — action of gravity — the quotient 
is the height in feet from which the moving body must 
fall to acquire the required velocity. Suppose, for 
example, that the speed of a train is 88 feet per second, 
or, what is the same, 60 miles an hour; then 88 squared 
and divided by 64*4 gives 120*25 feet as the height 
due to the given speed; and the work stored in the 
train running at 60 miles an hour will obviously be 
great enough, if the motion could suddenly be diverted 
to a verticid direction upwards, to carry the train up in 
the air, against the action of gravity, to a height of 
120-25 feet. The whole of the work stored in the 
train may be reduced to an equivalent representing a 
gross weight in tons lifted to a height of 1 foot. This 
is obtained by multiplying the whole weight of the 
train by the height due to the velocity, an operation 

which is expressed by the formula — — , in which w is 

the weight of the body in tons. This calculation has 
been made for each experiment recorded in the Table in 
the third last column. 

Now, before a train can be brought to rest, the work 
put into it, and there accumulated while its velocity 
was being augmented, calculated as above explained, 
must be taken out of it; and this constitutes one 
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element in estimating the power of a brake with a 
moderate increase in the velocity of a train. Since the 
work thus accumulated in the train increases as the 
square of the speed, the work to be done by the brake 
in undoing the work in the train is greatly augmented. 
For example, the London and Brighton train. No. 16, 
when running at 52 miles an hour, had as much work 
stored up in it as would suffice to lift 18,319 tons 1 foot 
high, that is, 18,319 foot-tons; but the same train 
when running at 49*6 miles an hour had only 16,728 
foot-tons of work stored in it. As, then, the stored 
work has to be taken out by the brake, no better 
measure of the work actually done by each brake can 
be found than that just given. The Table shows on 
inspection the actual work done in foot-tons by each 
system in each run. But this statement in foot-tons is 
by itself incomplete, since it shows only the total work 
done, and takes no account of the time in which it is 
done. So, of two brakes doing precisely the same 
amount of work, one might be twice as long in doing 
the work as the other, and consequently it would 
really be only half as efficient. The second last column 
of figures is, therefore, supplied, which shows not only 
the whole work in foot-tons, but the work done in 
foot-tons per second; and this column contains all that 
is necessary for forming an opinion as to the merits of 
a brake. The figures therein contained show the 
efficiency of each brake, and the deductions which may 
be drawn from it are sufficiently remarkable. Thus, for 
example, we find from numbers 17, 18, and 19, that 
while a brake — Fay's brake — in one instance did work 
to the amount of 452*1 foot-tons in a second, another 
— Smith's — did 748*1 foot-tons, and a third — Clark's 
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— did 634-2 foot-tons per second. These are, then, 
the standard data by which to compare the merits of 
various brakes. 

But even now the facts are not all laid bare, and so 
another column, the last, is added, showing the distance 
to which all the trains would have run had the speed 
in each example been 50 miles an hour when the 
brake was applied. It may be well to explain that the 
distance which a train, or any other moving body, 
traverses against a constant retarding force varies as 
the square of the velocity, whilst the time occupied in 
traversing these distances varies only as the velocities ; 
that is, for instance, if a train running at 10 miles an 
hour be brought to rest in the course of 100 feet in 
22 seconds ; then, under the same conditions of retarda- 
tion, if the train be running at a speed of 20 miles an 
hour, it would traverse 400 feet, and would occupy 
44 seconds in being brought to rest. On this principle 
the contents of the last column have been calculated. 

Now, in all the brake trials recorded in the Table, the 
whole of the work of retardation is credited to the 
brake, and it is certain that this involves some error, 
because there is the friction of the journals, the resist- 
ance of the road, and that of the air, in opposition. 
As the error is very trifling, we may pass that by, 
and go on to explain the Table,, and learn something 
from it. It will be seen that, so far as the action of 
the brake-blocks alone is concerned, the work done by 
all the brakes appears to have been about the same. 
Sut, notwithstanding this fact, the Table shows that 
some brakes were better than others ; and it is impor- 
tant to show how these differences are got at. Thus, for 
example, in the experiment No. 37, the Westinghouse 
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automatic-brake developed a resistance of 724* foot-tons 
per second, and No. 39, Smith's vacuum-brake, developed 
669*6 foot-tons per second. 

In an experiment made to test the time required to 
apply the blocks, the train, in the case of the auto- 
matic-brake, being at rest, all the brakes were applied 
simultaneously, in not more than 3 seconds after 
the valve was opened ; whilst the time required to 
apply the blocks by the vacuum-brake, varied from 
7 seconds to 18 seconds. The train fitted with the auto- 
matic-brake was stopped in 18 seconds, and the train 
fitted with the vacuum-brake in 24*5 seconds. Taking 
3 seconds as the time required to put on the brake in 
No. 37, the whole time the brake was in action was 
but 15 seconds ; and if we strike an average, and 
say that the whole time required to apply all the 
blocks in No. 39 was 12*5 seconds, then the time the 
brake was really in action was but 12 seconds. It would 
appear from this, at first sight, that the train No. 39, 
which took most time to pull up, was fitted with the 
best brake, provided it could be got into action more 
quickly. But, in case of accident, it is obvious that the 
brake which is most quickly applied by the driver is 
the most useful. In the case of No. 9, applied by hand 
by the guard with a continuous screw, 608*4 foot-tons 
of work per second was done ; and this is below the 
result obtained either by the automatic air-brake, or by 
the vacuum-brake. There is here a falling off in 
efficiency, and it is due first to the time lost in getting 
the blocks into action, and secondly to the power 
adopted for applying the brake. The automatic air- 
brake, as already described, is applied by compressed- 
air of from 80 lbs. to 100 lbs. pressure per square inch. 
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The yacuum is applied as a force against the ordinary 
pressure of the atmosphere; and the 8crew*brake is 
applied by manual force at the ordinary hand- wheel in 
the guard's van. 

Another point worth consideration is that the mere 
extension of a continuous brake throughout a train 
may, under certain circumstances, be of no possible 
utility. 



CHAPTER XV, 

SUMMARY AND CONCLUDING REMARKS. 

The Board of Trade, guided by ample experience, have 
issued a circular in which they have laid great stress on 
the importance of all trains being fitted with continuous 
brakes, to comply with the following conditions. The 
brakes must be capable of stopping a train on a level, 
within 276 yards, from a speed of 50 miles an hour. 
They must be instantaneous in their action. They 
must be capable of being applied without difficulty by 
the engine-driver and the guards. 

In case of accident they are to be instantaneously 
self-acting. The brakes are to be put " on '* and taken 
" off'* with facility, on the engine and on every vehicle 
in the train. The brakes are to be regularly used in 
daily working. The material is to be of a durable 
character, so as to be easily maintained and kept in 
order. The public and railway-men will cordially 
agree with this order. 

Independently of the conditions laid down by the 
Board of Trade, there are certain characteristics which 
it is desirable to secure and which may be briefly 
summed up as follows : for instance, it is important 
that the brakes should act simultaneously upon each 
wheel of the train in order to secure the best results in 
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stopping, with the least strain upon the draw-bars, and 
if the brakes are to act automatically upon each portion 
of the train in case of a separation of the couplings, it is 
obyious that the engine, as well as the tender, and every 
other vehicle should have its own store of power to be 
brought into action when required. 

The drivere who stop and slow trains for ordinary 
purposes should be able to apply the brakes with 
whatever force they think best, and the brakes should 
remain on until released, otherwise a severed portion 
of a train might cause an accident by moving on an 
incline. The engine or any carriage should be capable 
of being easily detached without applying the brakes, 
and the store of power should remain available on the 
detached portion of a train, so that it may at any time 
be in the power of the guard, in any case of emergency, 
independently to apply the brakes of the severed 
portion. 

Damage during an accident to the brake or any one 
carriage should not destroy the efficiency of the brakes 
on other carriages. On many railways, portions of 
trains are purposely slipped, and it should be possible 
to separate the train without applying the brakes, at 
the same time leaving the brake-force capable of being 
brought into action at the pleasure of the driver and 
guards on both portions of the train. 

It sometimes happens that the brakes are required to 
be applied several times within a few hundred yards, or 
to control trains in the descent of long inclines. The 
brake-force should not be exhausted by such frequent 
applications. 

Within certain limits the distance which can 
be allowed between the brake-blocks and the tyres 
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of the wheels when the brake is not in (iteration, vith- 
oat at the same time diminishing , the pressure vhich 
can be brought to bear by means of the pistons on the 
blocks when the brakes are applied, is a rery important 
consideration. 

If the brake-blocks cannot be moved well away from 
the wheels, they may be constantly mbbing, causing 
great waste of locomotive power in the running of 
the trains. 

Let us now notice, first, the nou-antomatio air-brake, 
which is clearly illustrated by a simple drawing, Fig. 
78. Under each 
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carriage is a cylin- I 

der connectedwith I bi 

the main pipe, a. f^ 
This is a simple 
and cheap ar- 
rangement, but it 
does not fulfil the 
requirements of 

the Board of MAIN BRAKE PIPE A , 

Trade, although [) ] 
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Fig. 7S. — Kon-Aatomatic Brake. 



two schemes have 
been invented to 
make this brake automatic in its action. One is shown 
by Fig. 79. It consists of a -brake-cylinder and reser- 
voir, K, in connection with the brake-pipe, a. The 
pressure of air in the brake-pipe moves the pistoa into 
the position shown, so as to clear the passage leading to 
the reservoir, which thus becomes charged with com- 
pressed-air. A check-valve, k, prevents any return of 
air from the reservoir to the brake-pipe. 
To apply the brakes, air from the brake-pipe on one 
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side of the piston is withdrawn from the pipe running 
the length of the train, and the pressure in the reservoir 

on the other side 
forces out the 
piston and ap- 
plies the brake. 
If any of the car- 
riages parted a- 
sunder, the com- 
pressed - air 
would rush out 
of the main pipe 
and the reduc- 
tion of air would 
cause the supe- 
rior or higher 
pressure in the 
reservoir to set 
*~] the brakes into 
action. This 
brake, there- 
fore, is in that particular feature automatic. At 
first sight, this appears simple and satisfactory, but 
on further examination we shall find several objections 
which render it difficult to work in practice. First, 
to apply the brakes fully, all the air in the brake- 
pipe and the cylinder on each carriage has to be ex- 
hausted at the engine. Hence an enormous waste of 
air, to replace which, for frequent stops, a powerful 
high-speed air-pump would be required. Secondly, 
owing to the large volume of air from all the brake- 
cylinders having to be discharged at the engine and 
through a long pipe of comparatively small diameter. 



Fig. 79.— Automatic Air-Brake. 
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this brake is necessarily very slow in its action. Thirdly, 
air being admitted to both sides of the piston, the piston- 
rod has to be packed. So long as this plan only con- 
cerns the brake on an engine, where the driver can 
keep it in order, it is not of much consequence ; but 
when applied to the whole of the carriage-stock of a 
large railway compaiiy, it becomes a most important 
matter. For, in addition to the friction of the piston- 
rods, these packings would be constantly leaking and 
thereby cause a further waste of air. This increases 
the first objection. Keeping to the principle of main- 
taining air-pressures on both sides of the piston, only 
the second objection of slow action has been, to some 
extent, overcome. This is done by attaching to each 
brake-cylinder, a valve of such construction that a re- 
duction of pressure in the brake-pipe allows air from 
each cylinder to exhaust separately under every vehicle, 
direct into the atmosphere, without having to travel all 
the way to the' engine, and the brakes are applied as 
before. This arrangement is shown in principle in Fig. 
80. Air from the brake-pipe opens a small valve in 
the centre of the diaphragm, and fills the cylinder and 
reservoir. To apply the brakes, a reduction of pressure 
is made in the brake-pipe and above the diaphragm by 
the driver or the guard ; the pressure below raises the 
diaphragm-valve, and the air from the cylinder exhausts 
into the atmosphere. This certainly diminishes the 
slow action of this class of brake, but the two objections, 
namely, enormous waste of air and piston-rod packing, 
can never be overcome in this way, and makes the 
whole impracticable. The question has been solved in 
another way, shown in Fig. 81, the Westinghouse auto- 
matic-brake. 
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In this system^ a small piston and slide-Yalye — 
generally known as the triple-yalye — ^is placed 
between the brake-pipe reservoir and cylinder. Air 
from the brake-pipe pushes the piston into the position 
shown, and feeds through a small hole past the piston 
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Fig. 80. — ^Antomaticfirake. 

into the reservoir. This piston carries with it a slide- 
valve, which covers the port leading to the brake- 
cylinder. To apply the brakes, the brake-pipe pressure 
below the piston is reduced by the driver or guard 
operating his brake-valve, and the piston and slide- 
valve are instantly lowered by the higher pressure 
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above, thus uncovering the port and allowing part of 
the air in the reservoir to flow into the brake-cylinder. 
To release the brakes, air from the main reservoir on 
the engine restores the pressure in the brake-pipe, at 
the same time lifting the piston and slide-valve into the 
position shown, and allowing the air from the brake- 
cylinder to exhaust into the atmosphere. The advan- 
tages here are : first, by storing the air in a separate 
reservoir, and afterwards applying it to one side only 
of the piston, a packing for the piston-rod, with its 
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Fig. 81. — ^Westinghouse Automatic Brake. 

inconvenience and expense, is avoided ; secondly, since 
the brakes can be applied with full force by a reduction 
of one-seventh of the pressure in the brake-pipe only, 
very great economy of air, combined with an almost in- 
stantaneous application of the brake on long trains, is 
the result. 

That this is so may be seen by a study of the follow- 
ing figures : — Suppose the brake-cyUnder in Fig. 79 
to be 8 inches in diameter and 12 inches long, the stroke 
of the piston, on an average, 6 inches, the brake-pipe 
1 inch in diameter, the auxiliary reservoir of 1,800 cubic 
inches capacity, and the apparatus fitted to a train of 
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fifteen yehicles, each 30 feet in length. Capacity of one 
brake-cylinder = 600 cubic inches; capacity of brake- 
pipe on one carriage = 284 cubic inches. To apply 
the brake fully, as arranged in Fig. 79, there must 
be discharged on each yehicle 884 cubic inches of 
air. Comparing this with the Westinghouse system, 
shown in Fig. 81, the brakes will be fully applied by 
discharging only 40 cubic inches, or one-seventh of the 
air in the brake-pipe. Taking an 8-inch cylinder with 
6 inches of stroke, when the brake is fully applied, the 
reservoir holding 1,800 cubic inches and the cylinder 
300 cubic inches, the air when thrown into one expands 
into 2,100 cubic inches of space ; thereby reducing the 
pressure to six-sevenths of its original amount ; to effect 
this it is only necessary to reduce the brake-pipe pressure 
one-seventh. For fifteen vehicles, then, to apply the 
brakes fully, the relative proportions will be : — Fig. 
79, 13,260 cubic inches; Fig. 81, 780 cubic inches. 
This explains the reason of slow action. 

Now for the quantity of air used in the two systems. 
Taking Fig. 79 and Fig. 80: volume of cylinder 
= 600 cubic inches; volume of brake-pipe = 284 
cubic inches; total 884 cubic inches. Fig. 81 for 
the "Westinghouse brake : ^ volume of cylinder = 300 
cubic inches ; ^ volume of brake-pipe = 40 cubic inches ; 
total 340 cubic inches. In either of the systems shown 
in Figs. 79 and 80, the air used amounts to fully 
2 J times that required in the case of Fig. 81. For the 
fiill application of the brakes, as in Fig. 80, the amount 
of air to be discharged is considerably less than that in 
Fig. 79. The volume of the brake-pipe is 284 cubic 
inches, which must be discharged, against 40 cubic 
inches in the case of Fig. 81, so that Fig. 80 has to 
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discharge seven times more air than the Westinghouse, 
to apply it with full force. 

Kesuming what has heen said, it is seen that Steel 
recommends the employment of pressure on hoth sides 
of the piston, and Westinghouse the use of a separate 
reservoir, and a triple- valve. In the former system, 
stuffing-hoxes are necessary ; but it has long since been 
recognised that these are to be avoided in air-brakes ; 
and also that brakes constructed on the Steel principle 
cannot be successfully used without a valve somewhat 
similar to the Westinghouse triple-valve. Even then, 
the brake is slow in its action, and the waste of 
air is very considerable. Therefore, all things con- 
sidered, it may now be accepted that the principle 
adopted by Mr. Westinghouse is correct for pressure- 
brakes. 

Two principles, or rather two systems, of vacuum- 
brake prevail : 1st. The use of vacuum on both sides of 
the piston; 2nd. A store of vacuum maintained separate 
from the brake-cylinder by one or more valves. 

The question is similar to that of pressure, and this 
is clear because, in both cases, pistons are moved by 
air-pressure. The same arguments are applicable, and 
therefore a vacuum-brake with a separate reservoir and 
a valve between it and the brake-cylinder, will give 
better results than a brake with a vacuum on both sides 
of the piston. 

When we come to consider what has been done in 
automatic vacuum-brakes, however, we see that very 
defective contrivances are now proposed and recom- 
mended by the patentees in the field. 

In describing these, we have already pointed out that 
this brake must always be fully on or fully off, because 
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the Talye, a, must be over on one side or the other. 
This is sufficient to show that the yalves used are so 
defective in principle that they cannot be called 
" practical.*' 

Besides, the number of applications of this coutri- 
vance is as yet so small that it cannot be said to have 
entered into practical life ; and we are sure that a great 
extension of this principle would at once bring to light 
its great defects and its inferiority as a trustworthy 
mechanical contrivance. 

As to the other automatic vacuum-brakes described, 
they must $ilso be considered as imperfect, except, per- 
haps, the Eames brake, which is much the best. But 
the whole brake has been spoiled by adding to it a 
second line of pipe putting all the brake-cylinders 
into communication with one another. Most of the 
advantages of automatic action are thereby lost, and, as 
before said, we do not think that this brake is much 
safer than a simple vacuum-brake. 

If the plain pipe in the Eames brake is done away 
with, there remains a complete automatic vacuum- 
brake, which might give a fair brake if the reservoirs 
on the carriages were made large enough. 

It then resembles closely the Westinghouse brake, 
with the exception of the use of vacuum instead of 
pressure. The action of the valve is identical with 
that of the Westinghouse single valve, but it is by no 
means simpler. This apparatus is most fitting for a 
comparison of automatic vacuum versus automatic pres- 
sure. The comparison must have relation to simplicity, 
efficiency, bulk, and weight. 

As to simplicity y the close study of the two apparatus 
shows that the Eames brake has no advantage over the 
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Westingliouse brake. On the contrary, the valve used 
by Eames is at least as complicated as the Westing- 
house valve, and is not so reliable and durable, because 
it contains a flexible diaphragm which is out of sight 
and.will fail. 

It must be remembered that Westinghouse used dia- 
phragm-valves as early as in 1873, and found that they 
did not stand well in daily use. He therefore adopted 
a small piston and slide-valve instead of a diaphragm, 
and he finds that they answer the purpose much better. 

We do not think that the vacuum-valves will meet 
with a different fate, and if ever automatic vacuum- 
brakes are used in the future, we are convinced that 
piston-valves will do better than diaphragm-valves. 
Whenever it is tried to make a suitable valve for auto- 
matic vacuum-brakes, it will be found to be anything 
but an easy matter. It is beyond doubt that such 
valves will give great trouble from freezing, because 
the exhaust of air and return of moisture are much 
more serious with automatic vacuum-brakes than with 
pressure-brakes. 

It is certain that automatic vacuumrbrakes cannot be 
used with the necessary degree of efficiency without a 
valve at least as complicated as the triple- valve, and 
they have, therefore, no advantage on that score. 

As to efficiency y when describing the Hardy auto- 
matic brake we gave a calculation as to the size of 
reservoir that would be required to bring the efficiency 
of that automatic vacuum-brake somewhere near to 
that of the Westinghouse brake, and we found that the 
reservoirs on the carriages would have to be about 
20 times as large as for the Westinghouse brake. This 
calculation holds good also for the Eames brake. 



182 



CONTINUOUS RAILWAY BRAKES. 



As to hulk and weighty the foregoing remark illus- 
trates sufficiently the impracticability of such apparatus. 
But, all things put together, we think that the follow- 
ing remark is not without importance. 

Suppose that it is possible to construct an automatic 
yacuum-brake, whieh performs exactly as much as the 
Westinghbuse automatic brake. We then ask, where 
is the advantage to use vacuum rather than pressure P 

What is the advantage of using eight times larger 
pistons and twenty times larger reservoirs of great 
bulk and enormous weight P 

The general tendency of engineering science is 
towards the use of high pressure, and not towards the 
use of vacuum ; and there is no reason why this rule 
should not apply to continuous brakes. 

The following Table is of interest in comparing the 
total weight of the brake apparatus (foundation brakes 
included) in the case of the Westinghouse automatic 
brake, and that of the Smith-Hardy vacuum-brake. 





WestinghotLBe 
' automatio. 


Smith-Fardy 
yacaum. 




Engine 
& Tender. 


One 
Carriage. 


Engine 
& Tender. 


One 
Carriage. 


Weight of the fonndatioii- 
brakes, manufactured by 
the lUilway Company, 
according to the designs 
of the Brake Company . 

Weight of the apparatus sup- 
plied by the Brake Com- 
pany 

Total weight of the apparatus, 
foundation-brake included 


lbs. 

231-7 

440*9 
2758 


lbs. 

1080 

198-4 
1100 


lbs. 

359-6 

376-6 
3963-8 


lbs. 

2171-5 

233-6 
2405*2 


Total weight of the apparatus 
for the whole train . . . 


30293-6 


64121-5 
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These weights were carefully noted by the Paris, 
Lyons, and Mediterranean Railway Company, who 
fitted two trains exactly alike with these two brakes. 
The trains consisted of one engine, one tender, and 
25 carriages. The Table shows that the vacuum-brake 
is nearly two and a quarter times as heavy as the 
Westinghouse brake. 

In regard to the automatic vacuum-brake, as used by 
the Midland Railway Company, which Company is the 
only one who largely uses an automatic vacuum-brake, 
we have already pointed out its weak points. We have 
only to add that the engines and tenders are fitted with 
powerM steam-brakes ; and, from a great many drivers, 
we know that they depend for stopping their trains more 
on their steam-brake than on the automatic vacuum- 
brake. They have told the author repeatedly that 
they would come daily to grief with the automatic 
vacuum-brake if they had not the steam-brake to fall 
back upon. Therefore, the fact that the Midland Com- 
pany is using an automatic vacuum-brake in daily 
working, is no proof whatever that such a brake is 
satisfactory, and we ourselves are convinced that if the 
Midland Company abolished the use of the steam-brake 
on their engines, there would be a serious accident in 
less than a week. 

We might mention here that, when reporting on the 
accident which occurred on the 10th July, 1881, at the 
Central Station, Manchester, Major Marindin stated: — 
that the remits of the coUision were no worse, was doubtless 
due to the fact that the driver had at his command an 
EFFICIENT brake. 

We find, in the same report, that the speed of the 
train was about 6 miles per hour when the brakes were 
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applied, and that the engine was then at a distance of 
65 yards from the point of collision. Notwithstanding 
this, the train struck the standing engine with force 
sufficient to cause a great amount of damage. This 
shows that the brake used was yery poor indeed, and it is 
even hardly conceivable that any continuous brake, how 
ever poor it may be, could not have brought the train 
to a stand from a speed of 6 miles an hour within a 
distance of 65 yards. There is only one way to explain 
this, with the particular form of brake in question, 
which was the Clayton or Sanders automatic vacuum- 
brake, provided with leakholes in the brake pistons. 
The driver most likely applied the brake when approach- 
ing Manchester, and, when he had arrived at the spot 
where the accident occurred, the speed was reduced to 
about 6 miles per hour. Then all the brake-power on 
the train had vanished at the very moment that it was 
most wanted. 

A stronger condemnation of the leakhole arrange- 
ment cannot be found. 

It results from what has been said above, that air- « 
pressure brakes offer great advantages over vacuum 
apparatus. Air is a most convenient and admirable 
medium for transmitting the power from one end of 
the train to the other. It is exceedingly elastic and 
prompt in its movements. High pressure admits of 
great power being derived from small surfaces and 
light fittings. We have already shown that what is 
called automatic action is an essential condition in a 
good continuous brake, but its efficiency depends on 
the method of carrying out this principle. Let us 
see what is implied in this term, " automatic action." 
The Board of Trade Returns show, and we know 
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from experience, that the worst class of accidents 
arise from broken tyres, axles, and rails, and also 
imperfections in the permanent way. In such cases 
it has been found, as indeed was only to be ex- 
pected, that the brake-apparatus itself is the first 
thing to be damaged in some vehicle, even if the 
couplings do not separate. It is therefore most important 
that such injury should lead to the instant application 
of the brake upon the carriage which is partially 
damaged, as well as upon those which are left unda- 
maged, and this without the intervention of the driver 
or the guard, who might not become aware of the mis- 
hap until too late to prevent its consequences. Under 
such circumstances, a non-automatic brake becomes 
inoperative. Even if it had previously been applied 
it would at once come oflf, when the damage was done 
or the couplings were parted, and this would cease to 
be a brake, to all intents and purposes, just at the very 
moment when the best brake in the world was required. 
In like manner, when a train becomes divided from 
any cause, although the brake work remains uninjured, 
the brakes must at once apply themselves, and remain 
APPLIED, on both portions, until taken off by some one 
in authority, so that, if on an incUne, the rear part 
cannot run back while the men are thinking and 
employed about the front part. Automatic action 
implies that the guard can set it in motion, no matter 
how far he may be from the engine ; he may be in the 
last vehicle, and he can apply it with the same facility 
as the driver. This feature has been of great service 
when passengers have been in danger from attempting 
to enter or leave carriages in motion. 
In the remarkable accident in October, 1880, at 
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Eabworth, when the engine-driver of a fast express was 
running his train backwards, without knowing it, there 
is no doubt that a much more serious collision than 
what happened was arrested by the use of the brake 
in the guard's van. 

The brake which can be most quickly brought into 
action will stop a train in the shortest time ; and a loss 
of one second in bringing the greatest possible power 
to bear upon the wheels may result in a terrible 
calamity. A study of the most fatal accidents shows 
that they arose from extraordinary causes, which were 
impossible to foresee, and not from ordinary defects. 
The causes which lead to these accidents may possibly 
be repeated, but one thing we have no doubt of, and 
that is, that accidents will happen again, when the 
only safeguard will be a powerful instantaneous self- 
acting brake. We work at a high speed with high- 
pressure steam, and haul trains of great weight and 
length, and therefore in case of a mishap a great 
powerful brake is necessary to pull up in the shortest 
possible time. It is what is absolutely required in cases 
of danger, which frequently is not seen until there is 
not a second to be lost in pulling up. 

After impartial consideration of the various con- 
tinuous brakes, having well weighed their principles 
and watched them in practice, and knowing, from the 
foot-plate point of view, what is required of a brake, it 
is impossible to come to any other conclusion than that 
the system invented and perfected by Mr. Westing- 
house is the one that meets entirely all the require, 
ments of the Board of Trade. It is indisputable 
that, regarded as a train-stopper, the Westinghoiise 
automatic brake was by far the best brake at the 
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Newark trials in 1875. There is no oversetting the 
fact, that since these trials were made, it has been used 
in all kinds of weather, upon long and short gradients, 
and made all kinds of stops, sudden or gradual, in com- 
petitive experiments with other brakes, and in every- 
day working. In all instances it has been unrivalled. 
It has complied with every demand made upon it either 
by the Board of Trade or by the people. Its superiority 
is due, first, to the fact that compressed-air is swifter 
in its action than either ordinary atmospheric air or 
water; secondly, that, practically, each carriage is inde- 
pendent of the engine, and carries its own store of 
power ; thirdly, its very rapid and simultaneous action 
enables it to begin work within a second. Finally, 
there has been no test to which brake-makers thought 
proper to see it submitted, that it did not encounter, 
and it has come out of every ordeal successfully. 

A most remarkable report was made on the Westing- 
house automatic brake in 1879, by one of our greatest 
railway engineers, Mr. T. E. Harrison, chief engineer 
of the North Eastern Railway. This report is excep- 
tionally clear and concise, and it is printed in full in 
the Appendix. 
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I.— TRAIN SPEED INDICATOR. 

At the celebrated brake-trials at Newark, in 1875, it 
was attempted to obtain trustworthy evidence respecting 
the retarding force of brakes within given distances, in 
order to form an estimate of the comparative value of 
different brakes, by means of an electric apparatus, 
which recorded the instants at which the experimental 
trains passed over contact pieces placed on the line of 
rails, 200 feet apart. This arrangement was well carried 
out, and every effort was made to secure accuracy. 
Nevertheless, the system, as a whole, was vastly inferior 
to that of obtaining a continuous record of speeds by 
means of a speed-indicator. 

The principle of Westinghouse's speed indicator is 
represented by Figs. 1, 2, 8, 4, Plate IX. The indicator, 
Figs. 1, 2, and 3, is intended to be fixed in a carriage or 
a van ; and that shown by Fig. 4 is adapted for use on 
an engine. The principle upon which the apparatus 
acts consists in controlling the escape of water under 
pressure by means of a small valve loaded by the action 
of centrifugal force, the arrangement being such that 
the higher the speed at which the apparatus is driven, 
the greater is the pressure exerted by certain revolving 
weights upon the escape- valve, and the higher therefore is 
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the pressure maintained within the chamber with which 
this yalye is in communication. The chamber constantly 
receiyes a supply of water either from pumps or from 
the boiler. A pressure-gauge is affixed to the chamber 
containing the water under pressure^ and it affords by its 
indications information as to the speed at which the appa- 
ratus is being driyen. Although yery simple in prin- 
ciple, much ingenuity has been expended in bringing 
the apparatus into such a form that its indications shall 
be trustworthy in practice, deferring to Figs. 2 and 
3, it will be seen that the apparatus consists of a base, a, 
forming a small water- tank, there being bolted down to 
this base a casting, b, carrying all the rest of the parts. 
To one side of the casting is fixed a tubular axis, 
on which is mounted the pulley-casing, c, which is 
driyen by a belt from another pulley on any conyenient 
axle. Care is to be taken that the wheels on this 
axle are not fitted with brake-blocks. Fixed on the 
pulley, c, is a pinion, p, which gears into a small 
spur-wheel, e, mounted on a spindle proyided at its 
other end with a disc-crank, f. From this crank are 
led off two connecting-rods, g, g, which work small 
plunger-pumps drawing water from the water-cham- 
ber, A. The arrangement is clearly shown in Fig. 3, 
from which it will be seen that the pistons or i^ort 
plungers of the pump are forced outwards by springs, 
so that the connecting-rods work constantly in com- 
pression, and the pumps can thus be driyen at a high 
speed without inconyenience. 

The two pumps deliyer water through channels, a, a, 
into the channel b, which is fitted with a small spring- 
loaded relief-yalye, as shown in Fig. 2; this yalye, 
when open, allowing any excess of water to escape 
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through the hole, c, back into the water-channel, a. 
Communicating with the passages, a, a, there is also 
another channel, d, shown in Fig. 3. This passage is 
fitted with a small check-yalve as shown, and through 
it the water delivered from the pumps can flow up to 
the socket, e, into which the spring accumulator, h, is 
screwed, as shown in Fig. 2. The construction of this 
accumulator will be readily imderstood. It consists of 
an indiarubber diaphragm, having on its underside a 
small plunger against which the water acts, whilst on 
its upper side is another plunger or piston forced 
downwards by a spiral spring. The lower plunger 
has a small rod or needle projecting from it, this needle 
being very slightly tapered, and the water on leaving 
the accumulator passes down around this needle to a 
channel, ff, leading to a second accumulator, i. This 
second accumulator is similar to the first, with the 
exception that it is disposed horizontally instead of 
vertically, and by the time the water reaches it the 
pulsations caused by the action of the pumps are 
entirely destroyed. 

In this second accumulator, the water may be con- 
sidered to be contained at a steady pressure, the 
amount of this pressure depending upon the arrange- 
ments now to be described. When the instrument is 
fixed on the engine, and the supply of water required 
is drawn from the boiler instead of being supplied by 
pumps, the fixed accumulator is dispensed with, one 
only being employed, as shown in Fig. 4. In this 
case, the water, instead of entering the accumulator 
near the periphery, and escaping at the centre around 
a needle attached to the ram, follows the opposite 
course, entering through the passage, /, Fig. 4, 
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passing into the accumulator around the needle^ g'y and 
escaping through the passage, H^ to the regulating 
escape-valve. Returning to Fig. 2, it will be seen 
that the water can escape from the second accumulator 
past the needle, g^ into the passage, A, which is con- 
nected by small holes with a recess, e, covered by a 
thin indiarubber diaphragm attached to the relief- 
valve, A. The form of this valve is, as will be 
seen, such that when raised from its seat, the water 
flows out through a central opening in the valve into a 
small chamber, from which it can return into the 
water-reservoir, A. The regulation of the pressure 
upon the relief-valve, i, is the next point for con- 
sideration. 

It will be seen from Fig. 4 that the relief- valve, 
A;, has attached to it a rod, /, which takes a bearing 
against a small horizontal lever, m, as shown. This 
lever is also pressed at another point by the rod 
or spindle, o, and it will be seen from Fig. 4 that the 
lever is contained in a recess or mortice cut in a bar, 
n, so that by turning the screwed caps with which the 
ends of this bar are fitted, the lever can be shifted 
longitudinally, and the ratio which the pressure 
exerted by the spindle, o, shall bear to that transmitted 
to the rod, /, can thus be adjusted with great delicacy. 
The spindle, o, extends through the tubular axis on the 
pulley, c ; it is mounted, and is provided within that 
pulley with the grooved collar, j9, which takes hold of 
the shorter arms of the two bell-crank levers, g, g. The 
other arms of these levers carry small weights, r, r\ and, 
as the pulley, c, revolves, the centrifugal force developed 
tends to spread these weights, and thus, through the 
intervention of the bell-cranks, exerts a pressure longi- 
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tudinally on the spindle, o. But this spindle transmits 
its pressure through the lever, m, and rod, /, to the 
escape-yalve, ky and thus the pressure with which this 
yalye is loaded depends upon the centrifugal action of 
the weight, r. The whole action of the apparatus will 
now be clear. 

The centrifugal force exerted by the weights, r, r, 
will vary as the square of the velocity at which the 
pulley, c, is driven, and hence the pressure on the 
escape-valve, ky will also vary as the square of the 
velocity of the pidley, or, what is the same thing, 
the square of the velocity at which the train is moving. 
But a constant supply of water is delivered to the 
accumulator, i, from the pumps— or from the engine- 
boiler, as the case may be ; and the pressure maintained 
within this accumulator is controlled by the load on 
the escape-valve. A;, hence a pressure-gauge placed in 
communication with the accumulator, i, will indicate 
pressures which are proportional to the squares of the 
speeds of the train. 

To connect it with the accumulator, i, the pressure- 
gauge is screwed into the socket, «, and a gauge 
thus arranged is shown in the perspective view. 
Fig. 1. From the indications of this gauge, the speed 
of the train at any instant can be at once ascertained. 
But beyond this, it was desired; and was found neces- 
sary, not only to be able to ascertain the speed of a 
train at any given instant, but to be able to describe 
a diagram, like an engine-diagram, recordiag the 
decrease of speed after the application of a brake. 
For this purpose, the apparatus was fitted with attach- 
ments for connecting it to a suitable indicator. This 
indicator is connected at the same point as the 
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pressure-gauge, and its drum is driven as follows : — 
Referring to the perspective view. Fig. 1, and to 
Fig. 2, the pulley, c, has fixed to it a short worm, ty 
into gear with which the small worm«»wheel, u, can be 
placed. Another worm, v^ on the same axis as the 
worm-wheel, w, drives another worm-wheel, w^ and a 
slow motion is thus given to the disc from which the 
cord for moving the paper-drum of the indicator is 
driven. A slow motion is thus obtained for the drum 
of the indicator. The indicator is similar to the ordinary 
steam-engine indicator, except that the paper-drum is 
somewhat larger, its circumference being 12 inches. 
If, now, the gear for giving motion to the paper- 
drum be thrown into action at the same time as 
the brake is applied, the pencil of the indicator 
being at the same time in contact with the paper, 
it is evident that as the speed of the train becomes 
reduced, the pencil of the indicator will fall, and 
this downward movement, combined with the rotary 
motion of the drum, will cause an inclined line 
to be traced on the paper, the height of this line 
above zero at any given point being a measure of the 
speed of the train at the corresponding point of its 
movement. It is evident that the curves drawn by the 
pencil of the instrument afford the fullest possible in- 
formation respecting the action of the brake with which 
the train is fitted. Thus not only do they show the 
distances nm and the mean retarding forces, but they 
also afford data for calculating the retarding force 
exerted at each part of the stopping course, and tell 
whether the brake- power has been applied promptly — 
as it should be to obtain the best results — or whether 
it had only come gradually into action, and involved a 

o 



loss of time at the commencemeat of tlie operation, 
when the train 
was moving 
quickly. 

It is hardly 
necessarj to 
observe that, 
with a theo- 
retically per- 
fect brake, the 
retarding force 
would be con- 
stant, and the 
diagram would 
be a parallelo- 
gram; and that 
the deviation 
of tbo actual 
diagram from 
the latter form 
affords visible 
evidence of the 
actual effici- 
ency of a brake. 
rig. 82 is a 
copy of a dia- 
gram taken 
with the ap- 
paratus. No.l 
stop : — This 
shows that the 
brakes were 
applied at a 
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speed of 41*5 miles an hoiu*^ and stopped in 485 
yards. No. 10 stop: — The brakes were applied 
at 46 miles an hour, and stopped in 680 yards. 
No. 2 stop : — The brakes were applied at 61 miles 
an hour, and stopped in 1,185 yards. No. 9 
stop : — The brakes were applied at 66 miles an 
hour, and stopped in 1,380 yards. But, to make any 
fair comparison between the performances of brakes on 
different lines, and imder different conditions, some- 
thing more than the maximum speed and the length of 
stop is absolutely necessary, namely, the weight of the 
train and the time occupied in stopping. 

The comparative experiments that have been made 
upon different brakes do not afford sufficient data to 
enable us to give comparative tables, excepting what 
was done at Newark in 1875. In the experiments 
which have been made since that time on different 
brakes, arising from the desire of the Westinghouse 
Brake Company to meet their rivals in the open field, 
there has, in many instances, unfortunately, been much 
difference in the engines and tenders as to size, power, 
and relative brake-power, some having iron brake- 
blocks, and some having wooden brake-blocks. Some 
of the six-wheeled carriages had no brake-blocks on 
the middle wheels. In some instances the experiments 
were conducted with trains of eight carriages, such as 
run on branch lines, which bore no comparison with a 
heavy freighted train of sixteen or eighteen coaches 
on the main line. It would suit some systems of 
brakes to be tested on short trains, such as would 
require considerable time to bring the blocks into 
operation on all the carriages of an ordinary express 
train ; but it is on the express trains that prompt 
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action is required. A second or two lost^ and all may 
be lost. A driver may lessen the force of a collision, 
but that is not sa£5icient ; he must^ if possible, avert 
a collision. 



n.-CAPTAIN GALTON'S EXPERIMENTS ON THE 
ACTION OF BRAKE-BLOCKS. 

A NUMBER of important experiments have been made 
upon the London and Brighton Bailway to ascertain, 
with a single vehicle, the laws governing the action of 
brake-blocks upon wheels, so as to determine, if pos- 
sible, the amount of brake-force necessary to produce 
the best results ; also to ascertain the distance within 
which a single vehicle can be stopped when running at 
various speeds. 

A special brake-van was built by the London and 
Brighton Railway Company for these experiments. It 
was attached to the engine, and was run at various 
speeds, during which various forces were applied to the 
wheels, and the force of the brake-blocks against the 
wheels was measured by a self-recording dynamometer. 
The experiments were made between Hastings and 
Brighton, in the presence of Mr. Stroudley, the Loco- 
motive Superintendent of the line. Sir Henry Tyler, 
Captain Galton, and others. The author was in charge 
of the engine, " Grosvenor." The results were investi- 
gated by Captain Galton, and a paper on the subject 
was read by him before the Institution of Mechanical 
Engineers. 

The principle of the self-recording dynamometers 
fixed in the van, is that the force to be measured acts 
on a piston fitted in a cylinder full of water, and the 
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pressure of the water is measured by a Ricliards mdi> 
cator connected by a pipe to the cylinder. Thus, as 
the drum revolves, diagrams are obtained, giving the 
force acting on the piston. The advantages of this 
method are obvious, as the indicator can be placed at 
any convenient point, and the water, by its inertia, 
tends to retain the pencil in a position corresponding 
to the mean force. 

The experimental van was fitted with four dyna- 
mometers, Nos. 1, 2, 3, 4. Nos. 1 and 2 measure 
the retarding force which the friction on the 
brake-blocks exerts on the wheels ; No. 3, the 
force with which the blocks press against th^ 
wheels ; No. 4, the force required to drag the van. 
A self-recording speed-indicator, designed by Mr. 
Westinghouse, and two of Mr. Stroudley's speed- 
indicators were employed. Of the latter, one was 
attached to the axle of the braked wheels, the other to 
the axle which was running free. The difference of 
these indicators proved whether slipping took place. 

There was also a Bourdon gauge attached to the 
small dynamometer, having the face divided in such a 
way that the hand indicated the speed in miles per 
hour. The indicators were all placed on a table iu the 
centre of the van, and the drums were made to revolve 
by the cords being wound upon pulleys on a shaft, 
which was turned at a uniform rate by a water-clock. 
This clock merely consists of a plunger sliding in a 
cylinder through a water-tight packing, and loaded with 
a heavy weight. It was wound up by connecting it 
with the accumulator, and at the beginning of each 
experiment a small cock was opened, which allowed the 
water to run out and the weight to fall, which thus 
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turned the indicator at an ascertained uniform speed. 
Thus^ the ordinates of the diagram taken from these 
indicators, show the various forces, and the abscissae 
the distance moved through by the van. 

Numerous diagrams were taken by the apparatus, 
which have been very carefully reduced by Captain 
Galton. Nine of these are represented at pages 200, 
201. The line a indicates the average trangential strain, 
recorded by indicators 1 and 2 ; the line b represents 
the brake-block pressure recorded by indicator No. 3 ; 
the line c the speed of the pair of wheels to which 
blocks were applied, recorded by indicator No. 6 ; the 
line c' the speed of train indicator No. 6 ; the line D, the 
traction on the draw-bar recorded by indicator No. 4. 

Diagram No, 1. — ^In this case, the velocity remained 
nearly constant, varying from; 41 miles per hour at the 
beginning to 40 miles per hour at the end. The air 
was allowed to escape from the brake-cylinder through 
the small aperture, and thus the pressure between the 
blocks and the wheel was diminished. The diagram 
shows that the friction between the brake-blocks 
diminished more rapidly than the pressure. The speed 
indicated by the rotation of the wheels to which brakes 
were applied was the same as that of the wheels 
running free. 

Diagram No. 2. — This diagram was taken when the 
van was moving at a speed of 25 miles an hour. By 
the application of the brake the speed was slackened 
to 20 miles an hour in 10 seconds, when the wheel 
skidded, and the experiment closed in 22 seconds, 
when the speed had been reduced to 17 miles per hour. 
In this case, the diagram shows no diminution in the 
rotation of the axle until skidding took place. The 
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velocity of the train was reduced from 25 to 20 miles 
in 10 seconds, when skidding took place, after which it 
took 11 seconds to reduce the speed from 20 to 17 
miles an hour. Observe the reduction of speed before 
and after skidding. 

Diagram No. 3. — ^In this experiment, the velocity 
was 21 miles an hour when the brakes were applied to 
the wheels ; the speed was reduced by the action of the 
brakes to 18 miles, when the wheels skidded. This 
diagram shows that the co-efficient of friction between 
the brake-block and the wheel gradually increased as 
the speed diminished until the skidding point was 
reached, and that the tractive force exerted on the 
draw-bar was suddenly greatly diminished when 
skidding took place. Observe the pull on the draw- 
bar before and after skidding. 

Diagram No. 4. — In this case the van was detached 
from the engine by means of a slip-coupling, when 
travelling at a speed of 40 miles an hour. The pres- 
sure of air in the brake-cylinder, and consequently the 
pressture on the brake-blocks and wheels, remained con- 
stant during the experiment. The pressure being 
greater than that required by the co-efficient of friction 
between the brake-blocks and wheels, due to the 
velocity, the friction increased rapidly and caused the 
wheels to skid immediately. The friction at once de- 
creased, but rose again as the speed diminished, and 
attained its maximum when the train came to rest. 
Observe the amount of friction or holding-in power at 
different speeds. The diagram shows that during the 
moment of skidding the retarding force increased to an 
amount much beyond that which prevailed before skid- 
ding took place, but immediately after the . act of 
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skidding is complete, tliis pressure falls down again to 
much below what it was before skidding. 

Diagram No. 5. — In this case, also, the van was 
detached from the engine by means of a slip-coupling 
when travelling at a speed of 46 miles an hour. The 
pressure of air, or, what is the same, the force against the 
wheel, was gradually diminished. At first the friction 
between the brake-blocks and wheels gradually 
diminished, but as the speed diminished the friction 
increased, and brought the van to rest in 12 seconds. 
Observe the van, in experiment No. 4, was brought 
to a stand in 12| seconds from 40 miles an hour ; but, 
in No. 5 trial, the same van with the same weight, 
and on the same gradient, was brought to rest &om 
45 miles an hour in 12 seconds. 

Diagram No, 6. — In this experiment, the velocity 
was uniform at 44 J miles an hour. The force skidded 
the wheels at once. The diagram shows that the co- 
efficient of friction between the brake-block and wheels 
decreased at once when skidding commenced, and rose 
at the end of the trial. The tractive force — ^that is, 
the pull or force to draw the van— decreased also when 
skidding commenced. 

Diagram No. 7. — In this trial, the speed was 
45 miles an hour at the beginning, and was reduced 
to 42^ miles at the termination of the experiment. 
The force applied to the wheels was not sufficient to 
skid them, and the wheels with brakes and those with- 
out brakes, as shown by Mr. Stroudley's indicators^ 
revolved at the same rate. The tractive-force on the 
draw-bar, as shown on this diagram, follows a uniform 
line. Observe in Diagram No. 6, the force applied to 
the skidded wheels was much greater than that applied 
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in trial No. 7 ; but the puUing-up power was much 
superior with the lesser force (No. 7), which did not 
skid the wheels. 

Diagram No. 8. — ^In this experiment, the van and the 
engine were brought to rest by means of the brake 
from a speed of 40 miles an hour. The force applied 
to the wheels skidded them at once. The retarding 
force rose rapidly at the moment of skidding, and 
then fell. The diagram shows an increase in the co- 
efficient of friction as the force is applied to the wheels 
and the speed is reduced. Observe, the friction in- 
creased as the speed decreased. 

Diagram No. 9. — In this experiment, the van and 
engine were brought to rest from a speed of 
39 miles an hour. The pressure or force against the 
wheels was gradually diminished, and the diagram 
shows this : — When the reduction of speed was lowered 
to the point where the increase in the co-efficient of 
friction was sufficient to overcome the effect of the 
diminished speed, the retarding power of the brake was 
increased and the wheels were skidded. At the 
moment of skidding the curve rose in a nearly vertical 
line, thus proving that the co-efficient of friction became 
very great as the wheel came to rest. Immediately 
after this rise, the curve fell to a point far below its 
original position, thus showing a great diminution in 
the retarding effiect of the brake. After this point, the 
curve rose again while the speed continued to decrease, 
and again showed that the co-efficient of friction be- 
tween the rails and the wheels when skidded, increased 
as the speed decreased. At the moment when the van 
came to rest, the co-efficient of friction became very great. 

We have, therefore, only to deal with two different 
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kinds of retardation: — Friction between the brake- 
block and the wheel ; and the friction between the rail 
and the wheel. The former is represented by the force 
applied to the wheels whilst they continue to revolve ; 
the latter is represented by the friction between the 
rail and the wheel when the wheel skids. We 
have then to find the co-efficient of friction for each 
case. The co-efficient of friction is a certain fraction 
which, when multiplied by the normal pressure, gives 
the friction. 

To solve these questions, Captain Galton first ob- 
tained the co-efficient of friction between the brake- 
blocks and the wheels; secondly, the co-efficient of 
friction between the wheels and the rails. 

Co-efficient of Friction between the Brake-blocks and the 
Wheeh. — It was found that, in proportion as the pressure 
was increased or diminished, so was the actual friction 
increased or diminished, and when the pressure against 
the wheel exceeded the adhesion between the wheel 
and the rail, added to the force applied to stop the 
wheel, skidding commenced. A.s far as could be 
judged from the experiments, it would appear that 
whether the speed be high or low, nearly the same 
amount of fractional resistance is required to produce 
skidding. In one experiment, where the velocity was 
60 miles an hour, the amount of actual Motional 
resistance which stopped the wheels was about 
2,000 lbs., showing an adhesion of 191. In another 
trial, the speed was 15 miles an hour, and the amount 
of friction was about 2,160 lbs., exhibiting an adhe- 
sion of about 196, and, therefore, the point at 
which the wheel stops does not vary with the mo- 
mentum of the wheel, but depends entirely upon the 
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adhesion between the rail and the wheel. Whether 
the velocity be high or low, the instant or period when 
the wheel stops and slides, depends upon the force 
applied to the wheels, the weight upon the wheels, and 
the state of the rails ; and, therefore, with the same 
weight of train, the same condition of rails, the same 
amount of brake-friction will stop the wheel at the 
skidding-point, whatever be the speed. 

At a speed of 16 miles an hour, a pressure of 8,169 lbs. 
applied to the wheels produced a friction of 1,560 lbs. ; 
and at 60 miles an hour a pressure of 13,900 lbs. 
produced a friction of 1,400 lbs. 

It will, therefore, be obvious that it is a difficult 
matter to find the co-efficient of friction which obtains 
at different speeds. Owing to the time during which the 
pressure is continued to be applied affecting so largely 
the quantity of friction produced. In an experi- 
ment made with a speed of 55 miles, falling to about 
53 miles an hour, a pressure of 35,000 lbs. at the com- 
mencement of the trial produced a frictional resistance 
of 2,040 lbs. ; whilst, after 10 seconds, the quantity of 
Motional resistance had diminished to 1,400 lbs., 
although the pressure maintained was the same. 
Again, at a speed of 30 miles an hour, a pressure of 
12,000 lbs. produced at first a frictional resistance 
equivalent to 1,860 lbs . ; but, after 10 seconds, this 
amount had fallen to 1,260 lbs., although the pressure 
had been raised to 13,440 lbs. It thus appears that 
the amount of friction is greatly diminished as the 
surfaces continue in contact. The annexed Table gives 
a fair approximation to the co-efficient of friction at 
different speeds, between cast-iron brake-blocks and 
steel tyres. 
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CO-BFFICIBNTS OP FbICTION. (CaPTAIN GaLTON.) 



Cast-iron 



Blocks 
Tyres. 



on Steel 



Just before coming to rest 
When moving at 



Feet per 
second. 



»» 
i» 
»» 

»». 

>» 

It 



11 
»> 
11 
>» 

>» 
»» 
'» 



1 to3 
10 
20 
25 
30 
40 
45 
50 
55 
60 
70 
80 
88 



Miles per 
hour. 



At com 
menoe- 
ment of 
Ezperi 
ment. 



lto2 

n 

13| 

17 

201 

30| 

34 

37J 

m 

47* 
54i 
60 



as 



•250 
•242 
•213 
•205 
•182 
•171 
•163 
•153 
•152 
•144 
•132 
•106 
•072 



•193 
•157 
•152 
•130 
•107 

•096 
•093 
•080 

•063 



2^ 



to . 

^1 



§ 



•133 
•119 
•099 

•083 

•070 

•058 



is. d 



s 



•110 
•116 
•081 



•069 
•045 



•099 
•072 



The Table clearly shows the decrease in the co-efficient 
of friction dependent on speedy and also the decrease due 
to the time during which the surfaces were in contact. 

A number of experiments were made near Qlynde 
with wrought-iron brake-blocks ; but it was evident they 
were unsuitable, for the jerks produced when they were 
in contact with the wheels was enough to shake a train 
to pieces in very little time. So far as the co-efficient 
is concerned, the result is given in the annexed Table. 

Fbiction op WBOUGHT-moN Blocks. 



Velocity. 


Co-efficient of friction between 

Wrought-iron Blocks and St^el 

Tyres. 


Feet per 
second. 


Miles per 
hour. 


At commence- 
ment of experi- 
ment 
to 3 seconds. 


At from 

6to7 
seconds. 


At from 

12 to 16 

seconds. 


70 

45 
26 


48 
31 
18 


•110 
•129 
•170 


11 


•099 
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The Effect of Sand, — The presence of sand on the rail 
largely increased the adhesion both of the blocks and 
the rails. In the case of wet and greasy rails, sand 
makes the adhesion about equal to that of a dry rail. 

Co-efficient of Friction between the Wheel and the Mail, — 
When the rotation of the wheel has been stopped by 
the pressure of the brake-blocks, and the wheel slides 
on the rail, the retardation of the carriage arises from 
the friction between the wheel and the rail. • 

The friction is measured by the force which is exerted 
in holding the wheel in its fixed position, or by the 
force required to draw the skidded wheel along the rail 
over and above that required when the wheel rotates 
freely, and the experiments showed that these forces 
were practically the same in amount. The co-efficients 
of friction are given in the annexed Table. 

Friction between Wheel an-d Bail. 



Approximate Speed. 


Co-efficient of Friction. 


Feet per secoild. 


Miles per hour. 


Steel Tvre on 
Steel Bails. 


Steel Tyre on 
Iron Bails. 


Just coming to rest. 




•242 


•247 


10 


7 


•088 


•095 


20 


13 


•072 


•073 


40 


27f 


•070 




50 


34 


•065 


•070 


60 


m 


•057 




70 


5H 


•040 


•060 


80 


54| 


•038 




88 


60 


•027 





It will be seen there is greater friction on iron rails 
compared with steel rails, which is exactly what may 
have been expected. It should be clearly understood 
that friction can only take place between rough sur- 
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faces, and we know tliat a smooth surface of steel is, when 
planed or turned by the same tool, and at the same 
speed, smoother than an iron surface. Steel is denser 
than iron, and the atoms lie closer together ; besides, 
steel is harder than iron, and so there is not the same 
facility for interlocking between steel and steel, as 
there is between iron and steel. In view of this cir- 
cumstance, it is better both for stopping and starting 
to lay down iron rails in terminal or large central 
stations. 

The diminution, as may be seen from the Table, in 
the co-efficient of friction arising from the time during 
which the surfaces were in contact, is not so marked in 
the case of the wheel sliding on the rail as in that of 
the wheel revolving against the brake-blopks. 

The inference to be drawn from the results which 
have been obtained as to the low co-efficient of friction 
when a wheel skids is that where a rapid stop is re- 
quired, the wheels shotdd revolve, the force against 
them being less than what will actually skid them. 

The Effefit of the Application of the Brakes upon the 
Draw-bars of a Train. — The application of the brakes 
causes an immediate strain upon the draw-bars and coup- 
lings. If the brake is applied so as not to stop the 
rotation of the wheel, the strain is uniform, and the 
difference between the tractive force or strain on the draw- 
bar, before and after the application of the brake, is equal 
to the friction between the brake-blocks and the wheel 
added to the tractive force due to the speed. If the 
force of the brakes skid the wheels, the strain on the 
draw-bar drops at once, and if the force is suddenly 
withdrawn, it occasions a sudden strain on the draw- 
bar, because the adhesion between the rail and the 



APPENDIX. 



209 



wheel then comes into operation. In one experiment, 
out of a number of others, the friction between the 
brake-blocks and the wheel, which determined the point 
of skidding, was about 1,980 lbs., equivalent to '19 of 
the weight on the wheels. At the moment when the 
wheels were beginning to rotate, after the brake was 
taken off, a strain was brought on the draw-bar of from 
1,900 to 2,000 lbs. in excess of the average strain due 
to pulling the train when no brake was on. 

Proportion which the Brake Force should bear to the 
Weight on the Wheeh at Different Speeds. — It has been 
clearly proved from the experiments, which required 
no proving to practical railway men, that to skid a 
wheel tantamounts to bad braking, and therefore arises 
this question of proportion between force, weight, and 
speed. The higher the force applied to the wheels up 
to and not exceeding the skidding point, the greater is 
the stopping power. Now, it is obvious, this force 
must vary, both with the speed and the weight of 
a train. At present there are no means of letting 
drivers know on their engines what the weight of the 
train is, but the speed is in many instances known . 

Pboportion of Brake Pressubb to Weight. 



Speed. 


Approziinate Ratio of Total preasnre on Brake-blocks 
to Total Weight on Braked Wheels. 


Feet per 
eeoond. 


Miles per 
hour. 


Co-efficient 

of Adhesion 

0-30. 


Co-efficient 

of Adhesion 

0-25. 


Co-effident 

of Adhesion 

0-20. 


Co-effident 

of Adhesion 

016 


11 
22 
29 
44 
59 
74 
88 


74 
15 

20 

30 

40 

50 

60 


1-20 
1-41 
1-64 
1-83 
207 
2-48 
414 


104 
1-18 
1-37 
1-53 
1-73 
2-07 
3-47 


0-83 
0-94 
109 
1-22 
1-38 
1-65 
2-77 


0-60 
0-70 
0-82 
0-92 
1-04 
1-24 
2-08 
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From the experiments. Captain Galton gives approxi- 
mately the proportions which the pressure shoidd bear 
to the weight upon the wheels to which the brakes are 
applied, with co-e£Scient of adhesion between the wheel 
and the rail, varying from *30 to *15 of the weight on 
the wheels. See the tabular statement, page 209. 

It will be seen that when the adhesion equals '30 of 
the weight, a pressure equal to 1*2 of the weight would 
skid the wheels at 7^ miles an hour, while a pressure 
equal to 4*14 times the weight would be required to do 
so at 60 miles an hour. Again, if the adhesion is only 
*15, the force necessary to skid the wheel would be 
only '60 of the weight at 7 J miles per hour, and 2*08 
of the weight at 60 miles an hour. 

Effect of the Time expended in bringing the Pressure 
to bear on the Wheek, — From a number of experiments 
made with the same object, it was found that the ques- 
tion of time was a most important factor. It was 
abundantly clear that the rapidity of the stop depended 
upon the quickness of the brake — while the speed is 
high — 9, second lost at 60 miles an hour means that the 
train ran — say into danger — 88 feet without any effort 
being made to stop it ; at 20 miles an hour it would 
only run 29 feet per second. For instance, a brake 
which reduces the speed from 60 miles an hour to 20 
miles an hour in 6 seconds, has a great advantage^ t& 
regards safety over a brake which would only reduce 
the speed from 60 miles an hour to 40 miles an hour in 
the same time. 
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in.— REPORT BY CAPTAIN GALTON ON BRAKE EX- 
PERIMENTS, MADE AT GISBURN ON THE LANCA- 
SHIRE AND YORKSHIRE RAILWAY. 

Thb trains consisted of : — 

1st. One train fitted with the Eames Brake. 
2nd. Two trains fitted with the Westinghouse 

Brake. 
3rd. One train fitted with the Sanders Brake. 
4th. One train fitted with the Fay and Newall 
Brake. 
The trains fitted with the Eames and Sanders Brakes, 
and one Westinghouse train, had heen working on the 
Lancashire and Yorkshire Railway, and one Westing- 
house train had been working on the Great Northern 
Railway. 

The relative weights are shown in the following 
Table :— 



Deecription of Brake. 


Yehioles. 


Weights of 
Yemcles. 


Braked 
Weights. 


EAMES TRAIN . 


Engine and Tender 

Train 

Experimental Van . 

Total . . 


ToiiB Cwt On. 

62 7 

72 18 3 

9 12 


Tons Cwt Qrs. 

40 16 
72 18 3 

« • • • 




134 17 3 


113 13 3 


SANDERS TRAIN 


Engine 

Train 

Experimental Van . 

Total . . 


40 

72 2 2 

9 12 


31 15 
72 2 2 

• • • • 




121 14 2 


103 17 2 


WESTINGHOUSE 
(Gbvat Nobthbhn. 
Thatn) 


Engine and Tender 

Train 

Experimental Van . 

Total . . 


67 10 1 

76 13 1 

9 12 


49 3 
69 2 

• • • • 




142 16 2 


118 6 
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DescQptioii of Brake. 


YehiolM. 


Weights of 
Vehicles. 


Braked 
Weights. 


WESTINGH0U8E 
(Lancarhi&b and 
ToRKSHiRii Train) 


Engine 

Train 

Experimental Van . 

Total . . 


Tons Cwt. On. 

44 

88 5 

9 12 


Tons Cwt. Q». 

27 

59 17 1 

• • • • 




141 17 


86 17 1 


FAY TKATN . . . 

• 


Engine and Tender 

Train 

Experimental Van . 

Total . . 


53 6 

71 14 I 

9 12 


42 5 

71 14 1 

. * • • 




134 12 1 


113 19 1 



The following Table, A, shows the results obtained : 
Column No. 9 shows the various results worked out to 
50 miles per hour on a level, and with the allowance 
made for the different percentages of the braked to theun- 
braked portion of the train ; allowance Uso being made 
for the rotating momentum of the unbraked wheels in 
the train (but not those on the engine) which is estimated 
as an additional unbraked weight of 8 cwt. for each pair 
of wheels, — an estimate a little under the true amount. 

The percentages thus obtained are as follows : — 



BRAKE. 



E4ME8. . . 

Sanders . . , 

Westinohgusb 

G.N. 
Westinohgusb 

L. &Y. 

Fat . . . . 



} 



I 
P 



84-2 
85-3 

82-8 

'61-2 

84-6 
63-2 



i 

A4 



irfl^-g 






8| 






•A 



f 

9 

I 



®5 • 

5 s 



88-9 
88-2 

80*1 

62-3 



0-5 
0-56 

0*94 

2-5 

0-6 



0-81 
0-82 

1-6 

3-7 



§^ 

83-7 
84*8 



81-9 



52-7 
52-7 



t 



11 



88- 1 
87-4 

78-6 

58*6 



2 
2 



9 
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P 1/ 

From the formula = F x rf, in which p is the 

weight of the train, v the speed in feet per second, f 
the average retarding force, d the distance in which 
the train is stopped ; the retardation in percentage of 
the weight of the train is equal to the constant 3*34 
multiplied by the square of the speed in miles per 
hour, divided by the distance of the stop in feet. 

The influence of a gradient in percentage of retarda- 
tion is equal to the fall or rise per hundred imits of 
distance. Thus the gradient of xJtj- gives a retardation 
or acceleration of 1 per cent. 

The percentages of retardation were corrected in the 
inverse ratio of the braked weight of the train. 

The Eames train was taken as a standard. The per- 
centage of the braked weight of that train was 83*7 per 
cent, of the total weight of the train with the engine, 
and B8*l of the weight of the detached portion of the 
train during the slip stops. 

The equivalent distance at 50 miles per hour on a 
level is obtained by dividing the constant (8353) by 
the corrected percentage of retardation. 
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The differences in the brake power on the varioas 
engines are shown by the following comparison between 
quick stops with the engine, and the stops of the 
detached carriages when the trains were slipped. 

The stops averaged at 50 miles per hour are as 
follows : — 



EAMES 

SANDERS 

WESTINGHOUSE 
(Gbbat Northebn Tbain) . . 
WESTINGHOUSE. 
(Lancashire and Yobkbhikb 
Tbain). Train accidentally broken 
in two by failure of slip coupling 
after the brake was applied from 
engine • 



Slip Stops with- 
out Eiigine. 



754 feet. 
722 ,. 

441 „ 



Quick Stops with 
Engine. 



668 



♦» 



752 feet. 
891 „ 

727 „ 



716 „ 



The slip stops, as compared with the other stops, 
indicated that, in the case of the Eames train, the 
engine was quite as well braked as the train ; whUst 
with the Sanders and the Lancashire and Yorkshire 
Westinghouse train, there was not as much power on 
the engines as on the trains. In the case of the Great 
Northern train, there was apparently a great deficiency 
in the brake power applied to the engine and tender, 
as shown by the great difference between the ordinary 
stops and the slip stops. 



IV.— TRIALS ON THE NORTH BRITISH RAILWAY. 

In December, 1876, a series of trials were carried out 
between the automatic and the vacuum brakes. The 
vacuum-brake, it may be remarked, is worked in Europe 
by an independent company, although in the United 



RAILWAY. 



7 



(0 

76 

fr7 



12 
S.V. 



^75 

1-86 



54 

28 
1810 



75 
72-6 



I 



2-0 



D-8 



5-0 



l-l 



)-2 



16840 



12-881 



166-27 



196-71 



12 
WA. 



54 

21 
952 



179*68 



214-07 



204-45 



243-56 



•46 



16184 
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285-8 
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14 
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1158 



177^54 
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248-11 



•45 



16789 
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17405 



14-9 



16184 
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States it is the property of the Westinghouse Com- 
pany. 

Obnebal Pabticulabs of Enoinb fob bach Tbain. 

ft. in. 
Number of conpled wheels .... 4 

Diameter of wheels 6 6 

Distance between coupled wheels .77 

Distance from centre of driving wheels to centre 

of bogie-pin 9 8f 

Number of wheels in bogie , . . 4 
Diameter „ 2 9 



>♦ 



>» 



tons owt. 

Weight on driving wheels 24 9 

„ bogie 13 11 



Total . 38 
Position of cylinders Inside 



Diameter 
Stroke 



»♦ 



Heating Surface : 



in. 
17 
24 



sq.ft. 



208 tubes If in. in diameter 894 

Firebox . 87 



Total 



Grate area 



981 
16.76 



Lbadino Pabticulabs of Tbain fittbd with Smith Vacuvm- 

Bbakb. 

Weight of Train. 



Engine. 


Tender. 


GaixJages 


Vans. 


Passengers. 


TotaL 


tons. 
38 


tons owt. 
21 10 


tons owt.' 
76 8 


tons owt. 
36 2 


tons. 
2 


tons. 
173 


Number of Wheels. 


8 


6 


32 


16 


• • 


62 






Number of Brake-Blocks 


• 




4 


6 


32 12 


• • 


64 
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Kumber of iron blocks . . 42 
wooden blocks . 12 



it 



tonsowt. 

Weight of en^ennbraked 13 11 

tt tram „ 9 14 



Total weight nnbraked 23 5 

Proportion of weight braked to nnbraked, 149.76 : 23.25 ; 
or portion braked ^ 86.56 per cent of total weight of 
train. 

Lbadino Particulabs of Train fitted with Wbbtinghoubb 

Automatio-Bbajlb. 

Weight of Train, 



Engine. 


Tender. 


Gazxisges. 




Passengers. 


TotaL 


tans. 
38 


tons cwt. 
21 10 


tons cwt. 
86 2 


tons owt. 
19 18 


tons. 
2 


tons cwt. 
166 10 



Number of Wheels. 



8 



6 



36 



8 



68 



Number of Brake-Bheke, 



6 



36 



60 



All brake blocks of iron. 



tons cwt. 

Weight of engine nnbraked 13 11 
train „ 9 14 



»» 



99 



XUHU. AO U 

Proportion of weight braked to nnbraked, 143.25 : 23.25 ; 
or portion braked « 86.02 per cent of total weight of 
train. 

Notes to Table of Contint70us-Bbake Trials. 



No. 2. Smith*s Vaeuum-Brake. 

lbs. 
Boiler pressure on applica- 
tion of ejector . . . 138 
Boiler pressnrewhen ejector 

was shnt o£f . . . . 138 
Vacuum . 17 in. 



No. 3. Wettinghouee Automatic' 
Brake. lbs. 



Pressure in air reservoir 



86 
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Ho. 6. 8mith*8 Vacuum'Brake. 

IbB. 
Boiler pressure on applica- 
tion of ejector . . . 144 
Boiler pressure when ejector 

was shut off ... . 143 
Vacuum . 18 in, 

Jfb. 6. Smith* s Vacuum-Brake. 

lbs. 
Boiler pressure on applica- 
tion of ejector . . . 144 
Boiler pressure when ejector 

was shut off ... . 144 
Vacuum . 18 in. 

No. 14. Smith's Vacuum-Brake, 

lbs. 
Boiler pressure on applica- 
tion of ejector . . . 144 
Boiler pressure when ejector 

was shut off ... . 148 
Vacuum . 19 J in. 

No. 15. Smith's Vacuum-Brake. 

lbs. 
Boiler pressure on applica- 
tion of ejector . . . 140 
Boiler pressure when ejector 

was shut off ... . 137 
Vacuum . 17 in. 



yb. 5. Westinghouse Automatic- 
Brake, lbs. 



Pressure in air reservoir 



85 



JVb. 4. Westinghouse Automatic- 
Brake, lbs. 



Pressure in air reservoir 



90 



Jfo. 4. Westinghouse Automatic- 
Brake, lbs. 



Pressure in air reservoir 



90 



iVb. 6. Westinghouse Automatic- 
Brake, lbs. 



Pressure in air reservoir 



90 



r 



No. 7. Smith's Vacuum-Brake. 

lbs. 
Boiler pressure on applica- 
tion of ejector . . . 124 
Boiler pressure when ejector 

was shut off ... . 122 
Vacuum . 19} in. 

No. 9. Smith's Vacuum-Brake. 

lbs. 
Boiler pressure on applica- 
tion of ejector . . . 144 
Boiler pressure when ejector 

was shut off ... . 148 
Vacuum . 19} in. 



No. 6* Westinghouse Automatic- 
Brake, lbs. 



Pressure in air reservoir 



90 



No, 7- Westinghouse Automatic^ 
Brake. lbs. 



Pressure in air reservoir 



101 
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JVtf, 12. Smith's Vacuum-Brake. 

lbs. 
Boiler pressiire on applica* 

tion of ejector . . . 144 
Boiler pressure when ejector 

was shut off .... 142 
Vacuum . 18 in. 

iVb. 11. Smith's Vacuum-Brake. 

lbs. 
Boiler pressure on applica- 
tion of ejector . . . 108 
Boiler pressure when ejector 

was shut off ... . 108 
Vacuum . 20 in. 

No. 13. JVestinghouse Automatic' 
Brake. lbs. 



Pressure in air reservoir 



95 



Note. — This stop was made from 
the Experimental Van against en- 
gine working with usiutl degree 
of expansion. 



^0. 12. Westinghouse Automatic- 
Brake. lbs. 



Pressure in air reserroir 



97i 



No. 10. Westinghouse Automatic- 
Brake, lbs. 



Pressure in air reseryoir 



94 



No. 14. Westinghouse Automatic- 
Brake, lbs. 



Pressure in air resenroir 



90 



Note. — ^This stop was made from 
the Experimental Van against en- 
gine working under full steam. 



v.— REPORT BY MR. T. E. HARRISON, TO THE NORTH- 
EASTERN RAILWAY COMPANY, ON THE WEST- 
INGHOUSE AUTOMATIC-BRAKE. 



To THE Directors of the North-Eastern 

Eailway Company. 

Neweastle-on-TynCy 24tth April, 1879. 

Gentlemen, — 
In the early parf of 1878, I explained to you my 
views as to the different continuous-brakes then in use, 
and recommended you to adopt the Westinghouse 
Automatic Pressure Brake as the brake of your sys- 
tem, a recommendation which you afterwards adopted, 
subject to the necessary user of Smith's Yacuum-Brake 
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for the through Scotch traffic, run in connection with 
the Great Northern Railway, so long as that Company 
continued to use that system. 

Since then I have continued to give constant atten- 
tion to the subject, and have had immediate reports 
made to me of every incident that has occurred in the 
practical use of this brake, with a view to see what 
weak points there were in it, and to consider the 
remedy to be adopted. 

I may state at once that these investigations have 
confirmed more strongly than ever the opinion I then 
gave you in favour of the Westinghouse Automatic 
Brake, for though in its principle no alterations have 
been made, or found necessary, many smaU and simple 
modifications have been made in details, which have 
greatly added to the uniformity and certainty of its 
action. 

I did not, at the time you decided on adopting this 
brake, press on you its immediate application to the 
whole of your trains, but only to some of your fast 
trains, to which it wals of importance, as I was anxious 
to watch aU defects, and have the necessary remedy 
supplied ; and I may state that as they have from time 
to time been pointed out to Mr. Westinghouse, he has 
in every case, if he had not anticipated the suggestions, 
been able without difficulty to supply a complete 
remedy. 

The Westinghouse Automatic Brake continues still 
in use in America, and has proved itself to be well 
suited to that particular traffic, and has required, little 
or no modification, but when applied to railways in 
England, the circumstances were so different that 
many alterations were necessary in the details. 
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Looking at the continuous-brake system as a norel 
invention, whether yacuum or pressure, it must be 
obvious to any one acquainted with such inventions, 
that perfection could not be expected at once, and the 
Westinghouse automatic system has been no exception 
to this rule, and I purpose briefly to call your attention 
to some of the most important modifications which have 
been introduced by Mr. Westinghouse since the brake 
trials at Newark in 1875, some of these being of a 
recent date. 

Triple- Valve, — As the most important, I will par- 
ticularly draw your attention to the " triple- valve," 
which has been made a regular bugbear by the oppo- 
nents of the system, and has been called complicated, 
delicate, and liable to get out of order, &c. The ori- 
ginal "triple- valve" used at the "Newark experiments," 
a drawing of which I have now before me, has three 
distinct valves, and hence its name "triple- valve," and 
it might, in its original construction, have to some 
extent deserved the term complicated, but the valve, 
as altered shortly after the Newark trials, and as now 
constructed, differs so entirely from the original valve, 
that although I think it desirable to continue the term 
" triple- valve," its present construction would not have 
suggested or justified that term; it is, in fact, as 
simple a piece of mechanism as well can be imagined, 
certain in its action, of durable materials, easily acces- 
sible to an ordinary workman for examination or clean- 
ing, and there is nothing about it that can justify the 
term complication ; on the contrary, it is a model of 
ingenuity and simplicity. 

Leakage- Valve, — In order to prevent the possibility 
of the bntkes going on by ^ leakage from the reservoir 
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on the carriage to the brake-cylmder, Mr. Westing- 
house introduced a *' leakage- valve*' between the triple- 
valve and the brake-cylinder, but this has since been 
done away with by the simple expedient of cutting a 
short groove at the inner end of the brake-cylinder, so 
as to allow an escape of air under the piston when in a 
state of rest. 

Hose- Couplings. — A great improvement has been 
made in the couplings of the carriages. There used to 
be a cock at each end of each carriage, and before re- 
moving a carriage from a train it was necessary to turn 
four cocks to completely shut off communication, and 
cases have occurred where, from carelessness, a cock 
has not been reopened, and thus the air-pressure was 
shut off from the hinder portion of the train. To meet 
this, Mr. Westinghouse has introduced valves into 
the couplings, and the mere act of disconnecting closes 
the valves and retains the air, and the act of reuniting 
the couplings opens the valves and makes again a free 
passage for the air through the main pipes. 

By this arrangement two cocks on each carriage are 
dispensed with, and the leakage-valve being superseded 
as above-mentioned, there only now remain oq each 
carriage two ^-inch cocks of the simplest construction, 
one to be used when it may be necessary to shut off 
the brake-action on any particular carriage, the other 
in the same case to let the air out of the brake- 
cylinder. 

The Driver^ s Brake- Valve. — The driver's brake- 
valve gives the engineman the means of applying the 
brake with any degree of power, and retains in the 
main reservoir a pressure equal to 20 pounds per square 
inch above the ordinary pressure in the brake pipes, 
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and tluB extra pressure is at the command of the driver 
at any time, and enables him more rapidly to release 
the brake-blocks and re-charge the main pipes and the 
carriage-reservoirs. 

Automatic Regulation for Donkey-Pump. — ^Another 
important point is the introduction, on the donkey- 
engine, of an automatic regulator for the donkey-pump, 
which has a connection with the main pipes, and is so 
adjusted that whenever the pressure in the main pipes 
falls below a fixed standard, which may be varied to 
any extent to suit the nature and circumstances of the 
train, the donkey-engine is set to work, and this will 
ensure a sufficiently constant uniformity of pressure in 
the main pipes, a point of very great importance. 

There are other minor improvements, such as weld- 
ing all the reservoirs instead of riveting them, but 
they are not of sufficient importance to demand separate 
notice. 

It may here be remarked that there is no difficulty 
in arranging an automatic pressure-brake to act without 
valves, but all such brakes must of necessity have one 
inherent and fatal disadvantage of slow action ; and 
when rapidity of application of the brakes is measured 
by one, two, or three seconds in time, representing in 
some cases 30 to 100 yards of difference in stopping 
distance, the objection is fatal. 

I have had carriages so fitted up, and tried them 
mixed up with carriages fitted with the Westinghouse 
Brake, and the difference in time in applying and re- 
leasing the brakes is so marked that they could not be 
worked together, though alone they worked quite well. 

I have, therefore, arrived at the conclusion that no 
pressure-brake, which has not a valve which will pro- 
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dace the same effect as the Westinghouse triple-valye, 
can be used as a general brake, and it will be 'found 
very difficult to find anything more simple and reliable 
in its action than that valve as now constructed. 

It is hardly necessary for me to repeat to you what I 
have frequently said, viz. that I entirely agree with the 
Board of Trade in the conditions they have laid down 
as being necessary to constitute a good continuous 
brake, all of which the Westinghouse Brake complies 
with. 

I have heard it constantly stated that the vacuum- 
brake is cheaper than the Westinghouse Brake, both in 
first cost and to maintain. I have lately had the 
brake-gear of a similar carriage fitted with the vacuum 
and Westinghouse Brakes as now in use on your 
railway, taken to pieces and accurately weighed, and 
also a complete set of each made in the shops, and 
taking into account the amount paid in each case to the 
respective patentees for what they supply, the first cost 
is decidedly in favour of the Westinghouse, and the 
weight of wrought and cast-iron necessary for the brake- 
gear is 10 cwt. per carriage heavier in the case of the 
vacuum than in the Westinghouse. 

Should it be decided to adopt a vacuum automatic 
Brake there must be some considerable additions both 
to the first cost and maintenance. 

As to the annual cost of maintenance, there being no 
strictly so-called perishable material in the Westing- 
house Brake, except the couplings which are common to 
both systems, whereas in the vacuum-brake the sacks 
must always be liable to great wear and tear from their 
perishable nature, and the fact of the larger amount of 
brake-gear in the vacuum-brake to be maintained, I 
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have no doubt that the Westiiigbouse Brake will be 
more cheaply maintained than the vacuumy and all the 
information I have got confirms this view. 

I have thought it desirable to lay this report before 
jou, having taken the responsibility of recommending 
you to adopt the Westinghouse Automatic Brake as the 
brake of your system, and every day's experience 
further confirms my views, and I am confident that 
there is no brake which will beat it in stopping power, 
in economy of first cost and maintenance, or in cer- 
tainty of action. 

I remain, &c., 
(Signed) Thos. E. Harrison. 

The Directors of the 
North-Eastem Bailway Company. 
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pany on the Westinghouse au- 
tomatic-brake, 187, 220. 

KIBWORTH, accident at, 
185-6. 

T ANCASHIRE and Yorkshire 
-■-' Railway, brake experiments 

on, by Captain Galton, 211; 

table of results, 214. 
Le Caan's brake, 11. 
London and Brighton Railway, 

Captain Galton* s experiments 

on the action of br^e-blocks 

on, 19S. 

NEWARK, trials of brakes at, 
164, 195. 
North British Railway, brake 

experiments on, 216. 
North-Eastern Railway, Report 
to the Directors of, by Mr. T. 



K Harrison, on the WesttBg:- 
bouse aotoinatic-brake, 220. 

TD AILS floid wbeda, co-efficient 

-^ *•* of friction between, 207 ; 

iron rails v^raut steel rsdls, 207. 

O AND, effect of, on friction 

^ between wheels and rafls, 207. 

Sander's vacuum continuous^ 
brake, 132, 183, 184; experi- 
ments with it 1^ Captain Gal- 
ton on the Lancashire and 
Yorkshire Railway, 211. 

Smith's vacuum-brake, 42; see 
Tablb, 164; trials on the 
North British Railway, 216. 

Speed-indicator, Westinghouse's, 
188 ; diagrams with it, 194. 

Steel and Mclnnes' compressed- 
air continuous-brake, 54; see 
Tablb, 164. 

Stephenson's steam-brake, 14. 

WESTINGHOUSE auto- 
matic-brake, 146, 178 ; 
compared to Hardy's automatic 
vacuum-brake, 50, 181, 182; 
see Table, 164; compared to 
the Eames' brake, 180; supe- 
riority of the Westinghouse 
brake, 186 ; exx^eriments with 
it by Captain Galton on the 
Lancashire and Yorkshire Rail- 
way, 211 ; trials on the North 
British Railway, 216; compa- 
rative trials with the Smith 
vacuum-brake, 216, 225 ; report 
of Mr. T. E. Harrison to the 
Directors of the North-Eastern 
Railway, 220. 

Westinghouse's speed-indicator, 
188. 

Wheels and brake-blocks, co-effi- 
cient of friction between, 204 ; 
cast-iron blocks on steel tyres, 
206 ; wrought-iron blocks on 
steel tyres, 206 ; effect of sand^ 
207. 
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LOCOMOTIYE-ENGINE DEIVING. 

A FEAGTICAL MANUAL 
FOE ENGINEERS IN CHARGE OP LOCOMOTIVE ENGINES. 

Fifth EdUUn, greatly Enlarged, 

COKPBISDTO, BBSZDBS OTHBB ADDinOirAEi KATTSB. 

A KEY TO THE LOCOMOTIVE ENGINE. 

With numerous lllmtrations, and a Fortrait of the Author. 

Groton Svoj price 4«. 6(2. ehth* 



SOME OPimONiS OF TEE FEES 8. 

" Mr. Reynolds deserves the title of * The Engine-driver's Friend.* " — 
Railway N&ws. 

''The Author is the first man in England to write a book which 
might be a Driver's Companion and Guide. He ha.s supplied a want, 
and he has supplied it well." — Engineer^ 

*' Mr. Reynolds has opened a new chapter in the literature of the day. 
Of the practical utility of Mr. Reynolds's book we have to speak in terms 
of warm commendation." — Athencsunu 

*^ Eminently practical, being evidently the work of one who knows his 
subject thoroughly." — Railway Service Gazette, 

** Were liie cautions and rules given in the book to become part and 
parcel of the every-day working of our engine-drivers, the dangers 
attending railway traveUiug might be materially lessened, and we might 
have fewer distressing accidents to deplore." — Scotsman, 

'* The work is well worthy of the perusal of all engaged in the profession 
of an engine-driver." — Doncaster Gazette, 

<< As novel as it is useful." — English Mechanic, 

" An entirely original book." — Birmingham Gazette, 

*' Charles Dickens has drawn attention to some few of the mapy virtues 
of engine-drivers in his inimitable sketch of Mr. Toodles, the lather of 
the dissolute Rob the Grinder. Dickens, however, had not sufficient 
acquaintance with the practical working of a railway, and with the 
dangers and difficulties to which an engine-driver is almost hourly 
exposed, to do more than suggest the good qualities that in Mr. Toodles 
shine conspicuously throus^h his oily and dusty apparel, and betray them- 
selves under a huskiness of voice which he attributes to constant irritation 
from the ashes. A little volume by Mr. Michael Reynolds will give the 
general reader — if he will take the trouble to grapple with the technical 
details of a practical manual for the use of working locomotive-drivers — 
some slight notion of what their dangers and difficulties really are." — 
Baily Telegraph, 

CROSBY LOCKWOOD AND CO., 7, STATIONE&S' HALL COUBT, £.0. 
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8TA TIONAR T ENOINE-DRIVINQ : 

A Practical Manual for Engineers in charge of Sta- 
tionary Engines. With numerous Illustrations^ and a 
Portrait of James Watt. Crown 8to, price 4s. 6d., cloth. 

" Mr. Beynolds shows in his manual an earnest and most praiseworthy 
desire to improve the status of stationary engine-drivers^ and his efforts 
in this direction deserve every encouragement. . . . He is thoroughly 
acquainted with his subjects, and his advice on the various points treated 
is clear and practical." — Engineering. 

** Our author leaves no stone unturned. He is determined that his 
readers shall not only know something about the stationary engine, but 
all about it. We can commend the work to shop apprentices..'' — Engineer, 

*' Mr. Bevnolds's book proves that he is fully competent to instruct 
even trained men, and, where required, to teach those placed in charg^e 
of boilers and engines their business who have not yet mastered it. 
. . . We should like to see the book on the parlour table of every 
engineer and fireman in the kingdom." — Iron, 



THE MODEL LOCOMOTIVE EN- 
GINEER, FIREMAN, AND ENGINE-BOY. 

Including a Project for the Establishment of Certificates 
of Qualifications in the Kunning Service of Kailways. 
Numerous Woodcuts and a Portrait of Oeorge Stephen- 
son. Crown 8vo, price 48. 6d., cloth. 

'* Mr. Beynolds has evidently given much pains and thought to a matter 
of which he has practical experience. A volxune the interest of which 
wHl not be confined to the class of men for whom it is specially de- 
signed." — Saturday Review, 

** Mr. Beynolds is most practical in his teachinff, so that the youngest 
lad and the oldest workman may learn lessons from his book that will 
prove invaluable through life.'* — jDaily Ttlegraph, 

<' We should be glad to see the little book in the ];)OSses8ioii of every (me 
in the kingdom who has ever laid, or is to lay, hands on a locomotive 
engine." — Iron. 

** From the technical knowledge of the author it wiU appeal to the 
railway man of to-day more forcibly than anything written by Dr. 
Smiles. '' — English Meehanie. 

In the Frees f and will be issued shortfy. 

CONTINUOUS RAILWAY BRAKES: 

A Treatise on the several Systems in use in the United King- 
dom ; their Constraction and Performance. With copious 
Illustrations and numerous Tables. By Michael Reynolds. 
Edited by D. K. Culrk, M.Inst.CE. 

In preparatien. 

TBE ENGINEMAN'S COMPANION. 

A Practical Handbook arranged in a compact form for ready 
reference. 

CROSBY LOCKWOOD ft CO., 7, STATIONEBS' HALL COTJBT, S.C. 
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LIST OF WORKS 
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CIVIL, MECHANICAL, 
MARINE AND ELECTRICAL 
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A Complete Catalogue of NEW and STANDARD 
WORKS on MINING and COLLIERY WORK- 
ING ; ARCHITECTURE and BUILDING; The 
INDUSTRIAL ARTS. TRADES and MANU- 
FACTURES ; CHEMISTRY and CHEMICAL 
MANUFACTURES; AGRICULTURE. FARM- 
ING. GARDENING. AUCTIONEERING. LAND 
AGENCY. &c. Post Free on Application. 
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7, STATIONERS' HALL COURT, LUDQATE HILL, E.G. 

AND 

6, Broadway, West minster, 8.W. 
1914 



Messrs. CROSBY LOCKWOOD ft SON beg to 
announce that they have been appointed Agents 
for the sale of the series of " BOOKS FOR 
HOME STODY/' issued under the American 
School of Correspondence, Chicago. These books 
are both practical and scientific, written by 
experts whose experience and standing make 
them authorities on the subjects which they 
treat A full descriptive list will be sent post 
free on application. 
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ON 
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ACETYLENE, LIGHTING BY* Generators, Burners, and 
Electric Furnaces. By William E. Gibbs, M.E. With 66 Illustrations. 
Crown 8vo, cloth 7S« 6d< 

AERIAL NAVIGATION. A Practical Handbook on the 
Construction of Dirigible Balloons, Aerostats, Aeroplanes, and Airships. 
By Frederick Walker, C.E., Associate Member of the Aeronautic 
Institute. Second Edition, thoroughly revised and enlarged. 176 pages. 
With 128 Illustrations. Crown 8vo, cloth Net 5s. 

AERIAL OR WIRE ROPE WAYS. Their Construction 
and Management. By A. J. Wallis-Tayler, A.M.Inst.C.E. 254 
pages, with 155 Illustrations. Demy 8vo, cloth ... Net 7s. 6d. 

AERONAUTICS, PRACTICAL. An understandable Presenta- 
tion of Interesting and Essential Facts in Aeronautical Science. By 
Charles B. Hayward. With Introduction by Orville Wright. 769 
pages, Fully Illustrated. Medium 8vo, cloth Net 15s- 

ALTERNATING CURRENTS, THE PRINCIPLES OF. 

For Students of Electrical Engineering. By E. T. Larner, A.I.E.E., 
of the Engineering Department, G.P.O., London. 144. pages, with 
69 Illustrations. Crown 8vo, cloth. Net 38. 6d. 

ARMATURE WINDINGS OF DIRECT CURRENT 

DYNAMOS* Extension and Application of a General Winding Rule. 
By E. Arnold, Engineer, Assistant Professor in Electro-Technics and 
Machine Design at the Riga Polytechnic School. Translated from the 
original German by Francis B. de Gress, M.E., Chief of Testing 
Department, Crocker-Wheeler Company. Medium 8vo, 120 pp., with 
over 140 Illustrations Net las. 

AVIATION, THE ART OF. A Handbook upon Aeroplanes 
and their Engines, with Notes upon Propellers. By Robert W. A. 
Brewer, A.M.I.C.E., M.I.M.E., Fellow of the Society of Engineers 
(Gold Medallist), Member of the Institution of Automobile Engineers, 
author of " The Motor Car," Recently Manager to Mr. Grab ame- White. 
Popular Edition. Demy 8vo, cloth, 294 pages, with Illustrations and 
Dimensioned Drawings Net f^s* 

AVLA.TION POCKET BOOK FOR 1913. Containing the 

Theory and Design of the Aeroplane, Structural Material, Examples of 
Actual Machines, Meteorological Data, Military Information and 
Signalling, &c., &c. ByR. Borlase Matthews, A.M.I. C.E., M.I. E.E., 
Member of the Aero Club. i8o pages, Fully Illustrated. Fcap. 8vo. 

Net 3S. 6d. 

AVIATION. See also Flying Machines. 

BALLOONS — MODEL BALLOONS AND FLYING 

MACHINES* with a Short Account of the Progress of Aviation. By 
J. H. Alexander, M.B., A.I.E.E., Associate of the Scottish Aero- 
nautical Society. 136 pages, with 46 Illustrations, and five sheets of 
Working Drawings. Crown 8vo, cloth ... Net ^s^ 6d* 
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BEAMS. EXPERIMENTS ON THEIR FLEXURE. 

Resulting in the Discovery of New Laws of Failure by Buckling. By 
Albert E. Guy. Medium 8vo, cloth Net ps. 

BLAST FURNACE CALCULATIONS AND TABLES 

FOR FURNACE MANAGERS AND ENGINEERS. Containing 
Rules and Formulae for Finding the Dimensions and Output Capacity of 
any Furnace, as well as the regular Outfit of Stoves, Heating Surface, 
Volume of Air, Tuyere Area, &c, per ton of Iron per day of 24 hours. 
By John L. Stevenson. Fcap. 8vo, leather Net ^s. 

BOILER AND FACTORY CHIMNEYS. Their Draught- 

Power and Stability. With a chapter on *' Lightning Conductors." By 
Robert Wilson, A.I.C.E., author of "A Treatise on Steam Boilers," 
etc. Crown 8vo, cloth 35. 6d. 

BOILER CONSTRUCTION. A Practical Handbook for 
Engineers, Boiler- Makers, and Steam Users. Containing a large 
Collection of Rules and Data relating to Recent Practice in the 
Design, Construction, and Working of all Kinds of Stationary, Loco- 
motive, and Marine Steam-Boilers. By Walter S. Hutton, Civil and 
Mechanical Engineer, With upwards of 500 Illustrations. Fourth 
Edition, carefully Revised and Enlarged. Medium 8vo, over 680 pages, 
cloth, strongly bound i8s. 

Heat, Radiation, and Conduction — Non-Conducting Materials and Coverings for 
Stbam-Boilers— Composition, Calorific-Power and Evaforativb-Power of Fuels — Com- 
bustion, Firing Steam-Boilers, Products ok Combustion, etc.— Chimneys for Stbam- 
Boilers— Steam-Blast — Forced-Draught — Feed-Water — Effect of Heat on Water — 
Expansion of Water by Heat — Weight op Water at different Temperatures — Convec- 
tion — Circulation — Evaporation — Properties of Saturated Steam — Evaporative Power 
OF Boilers — Priming, etc — Water-Heating-Surfaces of Steam-Boilers — Transmission of 
Heat — Smoke-Tubes — Evaporative Power and Efficiency of Boilers — ^Water-Capacity 
and Steam-Capacity of Boilers — Fire-Grates, Fire-Bridges, and Fire-Bars — Power of 
Boilers — Cylindrical Shells and Furnacb-Tubbs of Boilers, etc. — Tests of Materials — 
Strength and Weight of Boiler-Plates — Effect of Temperature on Metals — Rivet- 
Holes — Rivets — Riveted-Joints of Steam-Boilers — Caulking — Ends of Cylindrical- 
Shells — Stays for Boilers, etc. — Steam-Generators — Description and Proportions of 
Cornish, Lancashire, and other Types of Stationary Boilers — Boiler-Setting — Multi- 
tubular, Locomotive, Portable, Marine, Vertical, and Water-Tube Boilers — Super- 
heaters — Cost of Steam Production — Furnaces for Refuse-Fuels — Destructors, etc. — 
Safety- Valves— Steam-Pipes — Stop -Valves and other Mountings for Boilers — Feed- 
Pumps — Steam-Pumps — Feed- Water Consumption — Injectors — Incrustation and Corrosion 
— Feed-Water Heaters — Evaporators — Testing Boilers — Evaporative Performances of 
Steam Boilers : Steam-Boiler Explosions, etc. 

BOILERMAKER'S ASSISTANT* In Drawing, Templating, 
and Calculating Boiler Work, etc. By J. Courtney, Practical 
Boiler-Maker. Edited by D. K. Clark, C.E. Eighth Edition. 
Crown 8vo, cloth ... ... ... ... ... ... ... as. 

BOILERMAKER'S READY RECKONER. With Examples 

of Practical Geometry and Templating for the Use of Platers, Smiths, 
and Riveters. By John Courtney. Edited by D. K. Clark, 
M.InstC.E Crown 8vo, cloth 4S. 

BOILERMAKER'S READY RECKONER AND ASSIS- 

TANT, being the two previous mentioned volumes bound together in 
one volume. With Examples of Practical Geometry and Templating for 
the Use of Platers, Smiths, and Riveters. By John Courtney, Edited 
by D. K. Clark, M.InstC.E. Fifth Edition, 480 pp., with 140 Illustra- 
tions. Crown 8vo, half bound 7s* 

BOILER MAKING AND PLATING. A Practical Handbook 

for Workshop Operations, including an Appendix of Tables. By Joseph 
G. Horner, A.M.I.M.E. Second Edition thoroughly Revised and 
Enlarged. 380 pp. with 351 Illustrations. Large Crown 8vo, cloth. iW/ps. 
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BOILERS (STEAM)* Their Construction and Management. By 
R. Armstrong, C.E. Illustrated. Crown 8vo, cloth ... is. 6d. 

BOILERS* Their Strength, Construction, and Economical Working. 
By R. Wilson, C.E. Fifth Edition. T2mo, cloth (iS* 

BOILERS- MODERN STEAM BOILERS: THE LAN^ 

CASHIRE BOILER* A Practical Manual for Owners and Users of 
Steam Boilers generally. By W. D. Wansbrough, Author of " The 
Portable Steam Engine." 186 pp. with 117 Illustrations. Demy 8vo, cloth. 

\^Just Published, Net 4s. 6d. 

BRIDGE CONSTRUCTION IN CAST AND WROUGHT 

IRON* A Complete and Practical Treatise on, including Iron Founda- 
tions. In Three Parts. — Theoretical, Practical, and Descriptive. By 
William Humber, A.M.InstCE., and M.InstM.E. Third Edition, 
revised and much improved, with 115 Double Plates (20 of which now 
first appear in this edition), and numerous Additions to the Text In 2 
vols., imp. 4to, half-bound in morocco Net £6 i6s« 6d. 

BRIDGES AND VIADUCTS, IRON AND STEEL. A 

Practical Treatise upon their Construction. For the Use of Engineers, 
Draughtsmen, and Students. By Francis Campin, C.E. Crown 8vo, 

CiOLXl •*• ... ••. ... ... ... ... «.• ^0« OQ. 

BRIDGES (IRON) OF MODERATE SPAN: Their Con- 

struction and Erection. By H. W. Pendred. With 40 Illustrations. 
Crown 8vo, cloth ... ... ... ... ... ... ... 35, 

BRIDGES (OBLIQUE)* A Practical and Theoretical Essay. 
With 13 large PJates. By the late George Watson Buck, M.Inst. C.E. 
Fourth Edition, revised by his Son, J. H. Watson Buck, M.InstC.E. ; 
and with the addition of Description to Diagrams for Facilitating the 
Construction of Oblique Bridges, by W. H. Barlow, M.InstC.E. Royal 

OVO, ClOtU ... ... ... ... ... ... ... ,,, 1 35a 

BRIDGES, TUBULAR AND OTHER IRON GIRDER. 

Describing the Britannia and Conway Tubular Bridges. With a Sketch 
of Iron Bridges, Etc. By G. D. Dempsey, C.E. Crown 8vo, cloth as. 

CALCULATOR (NUMBER, WEIGHT AND FRAC^ 

TIONAL). Containing upwards of 250,000 Separate Calculations, show- 
ing at a Glance the Value at 422 Different Rates, ranging from y|gth of a 
Penny to 20s, each, or per cwt, and ;£2o per ton, of any number of 
articles consecutively, from i to 470. Any number of cwts., qrs., and Ibs.j 
from I cwt. to 470 cwts. Any number of tons, cwts., qrs., and lbs., from 
I to 1,000 tons. By William Chadwick, Public Accountant. Fifth 
Edition, Revised and Improved. 8vo, strongly bound i8s, 

CALCULATOR (WEIGHT)* Being a Series of Tables upon a 
New and Comprehensive Plan, exhibiting at one Reference the exact 
Value of any Weight from i lb. to 15 tons, at 300 Progressive Rates 
from id. to i68j. per cwt., and containing 186,000 Direct Answers, which* 
with their Combinations, consisting of a single addition (mostly to be 
performed at sight), will afford an aggregate of 10,266,000 Answers ; the 
whole being calculated and designed to ensure correctness and promote 
despatch. By Henry Harben, Accountant. Sixth Edition, carefully 
Corrected. Royal 8vo, strongly half-bound £1 ^^ 

CALCULATOR^ See also Public Works Calculator. 
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CARBURATIONt IN THEORY AND PRACTICE. 

including a Criticism of Carburettor Development. A Manual of 
Reference for Automobile Engineers and Owners. By Robert W. A. 
Brewer, A.M.Inst.C.E., Author of "Motor Car Construction." 262 pp., 
with 70 Illustrations. Demy 8vo, cloth. [Just Published, Net 5s. 

CHAIN CABLES AND CHAINS. Comprising Sizes and 
Curves of Links, Studs, Etc., Iron for Cables and Chains, Chain Cable 
and Chain Making, Forming and Welding Links, Strength of Cables and 
Chains, Certificates for Cables, Marking Cables, Prices of Chain Cables 
and Chains, Etc., Etc. By Thomas W. Traill, F.E.R.N., M.Inst.C.E., 
Engineer- Surveyor-in- Chief, Board of Trade, etc. With numerous Tables, 
Illustrations, and Lithographic Drawings. Folio, cloth ... £21 as. 

CIVIL ENGINEERING. By Henry Law, M.Inst.C.E. Includ- 
ing a Treatise on Hydraulic Engineering by G. R. Burnell, M.InstC.E. 
Seventh Edition, Revised, with Large Additions on Recent Practice by 
D. Kinnear Clark, M.Inst.C.E. Crown 8vo, cloth ... 6s, 64. 

COKE— MODERN COKING PRACTICK Including the 

Analysis of Materials and Products. A handbook for those engaged 
or interested in Coke Manufacture with recovery of Bye-Products. By 
T. H. Byrom, F.I.C, F.C.S., Mem. Soc. Chem. Industry ; Chief Chemist 
to the Wigan Coal and Iron Co. ; Author of "The Physics and Chemistry 
of Mining"; and J. E. Christopher, Mem. Soc. Chem. Industry. 
168 pp., with numerous Illustrations. Demy 8vo, cloth. Net 8s. 6d. 

COMPRESSED AIR WORK AND DIVING. A Handbook 

for Engineers, comprising Deep Water Diving and the use of Compressed 
Air for Sinking Caissons and Cylinders and for Driving Subaqueous 
Tunnels. By G. W. M. Boycott, Assoc.M.InstC.E. With numerous 
Plates and other Illustrations. Medium 8vo, cloth. ... AW los. 6d. 

Stage Decompression — The Common Diving Dress and Helmet — Rouquayrol- 
Dbnayrouze Apparatus— Fleuss Dress — The Diving Bell — Pumps — Pneumatic Caissons 
AND Cylinders — Tunnelling — Blackwall and Rothbrhithe Tunnels — East River 
Tunnels, New York — Rock Blasting — Air Compressors. 

CONTINUOUS RAILWAY BRAKES* A Practical Treatise 
on the several Systems in Use in the United Kingdom, their Construction 
and Performance. By M. Reynolds. 8vo, cloth ps. 

CRANESt the Construction of, and other Machinery for Raising 
Heavy Bodies for the Erection of Buildings, Etc. By J. Glynn, F.R.S. 
Crown 8vo, cloth ... ... ... ... ... ... ... is. 6d. 

CURVES- TABLES OF TANGENTIAL ANGLES AND 

MULTIPLES* For Setting-out Curves from 5 to 200 Radius. By 
A. Beazeley, M.Inst.C.E. Seventh Edition, Revised. With an 
Appendix on the use of the Tables for Measuring up Curves. Printed 
on 50 Cards, and sold in a cloth box, waistcoat-pocket size... 35. 6d. 

DIESEL OR SLOW-COMBUSTION OIL ENGINE. A 

Practical Treatise on the Design and Construction of the Diesel Engine 
for the Use of Draughtsmen, Students, and others. By G. James Wells, 
Wh.Sc, A.M.Inst.C.E., M.I.Mech.E., and A. J. Wallis-Tayler, C.E., 
A.M.Inst.C.E., Author of "Refrigeration, Cold Storage, and Ice- 
Making," &c. 304 pp., with 130 Illustrations. Demy 8vo, cloth. 

[Just Published. Net 7s. 6d. 

DRAINAGE OF LANDS, TOWNS AND BUILDINGS. 

By G. D. Dempsey, C.E. Revised, with Large Additions on Recent 
Practice in Drainage Engineering by D. Kinnear Clark, M.Inst.C.E. 
Fourth Edition. Crown 8vo, cloth 45. 6d. 
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DREDGES AND DREDGING* By Charles Prelini, Author 
of*' Earth and Rock Excavation," *' Tunnelling," &c. 290 pp., with 82 
Illustrations. Royal 8vo, cloth Net 12s. 6d. 

DRYING MACHINERY AND PRACTICE. A Handbook 

on the Theory and Practice of Drying and Desiccating, with Classified 
Description of Installations, Machinery, and Apparatus, including also 
a Glossary of Technical Tern\s and Bibliography. By Thomas G. 
Marlow, Grinding, Drying, and Separating Machinery Specialist. 
346 pages, with 174 Illustrations, and numerous tables. Medium 8vo, 
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DYNAMIC ELECTRICITY AND MAGNETISM, ELE> 

MENTS 0F» a Handbook for Students and Electrical Engineers. 
By Philip Atkinson, AM., Ph.D. Crown 8vo, cloth, 417 pp., with 
120 Illustrations ... ... ... ... ... ... ... los. 6d« 

DYNAMO BUILDING, HOW TO MAKE A DYNAMO. 

A Practical Treatise for Amateurs. By A. Crofts. Crown 8vo, cloth, as. 
DYNAMO ELECTRIC MACHINERY. Its Construction, 

Design and Operation. In Two Volumes (Sold separately). 

Vol. I.— DIRECT CURRENT MACHINES^ By Samuel Sheldon, 
A.M., Ph.D., and Erich Hausmann, B.S., E.E. Eighth Edition, 
completely rewritten. Large crown 8vo, cloth. 338 pp., 210 Illustrations. 

.Net 126 

Vol. II.— ALTERNATING CURRENT MACHINES. By Samuel 
Sheldon, A.M., Ph.D., and Hobart Mason, B.S., E.E., and Erich 
Hausmann, B.S., E.E. Eighth Edition, Completely Rewritten. Large 
crown 8 vo, cloth. 366 pp., with 236 Illustrations Net ms. 

DYNAMO MANAGEMENT* A Handybook of Theory and 
Practice. For the use of Mechanics, Engineers, Students, and others 
in charge of Dynamos. By G. W. Lummis-Paterson, Electrical 
Engineer. Fourth Edition, Revised and Enlarged. 300 pp., with 117 
Illustrations. Crown 8vo, cloth Net 43. 66, 

DYNAMO, MOTOR, AND SWITCHBOARD CIRCUITS 

FOR ELECTRICAL ENGINEERS* A Practical Book dealing with 
the subject of Direct, Alternating, and Polyphase Currents. By 
Wm. R. Bowker, Consulting Electrical and Street Railway Engineer, 
Prof, of Physics in the University of Southern California. Second 
Edition, Revised. Medium 8vo, cloth. With Diagrams... Net 7s. 6d. 

DYNAMOS (ALTERNATING AND DIRECT CUR- 

RENT)* A Text-book on their Construction for Students, Engineer- 
Constructors and Electricians-in-Charge. By Tyson Sewell,A.M.I.E.E., 
Lecturer and Demonstrator in Electrical Engineering at the Polytechnic, 
Regent Street. 328 pp., with over 230 Illustrations. Large crown 8vo, 
clotn •.• •>. •.• .•* ... ... ... ... Net ys» (Sd* 

EARTHWORK DIAGRAMS* These Diagrams or Scales have 
been designed with the intention of reducing the labour connected with 
the computation of earthwork quantities, and especially those of railways 
and roads. By R. A. Erskine-Murray, A.M.InstC.E., and Y. D. 
KiRTON, AM.Can.SocC.E. On a sheet in a roll, net 5s., or mounted 
on card, net 75. 6d« 

EARTHWORK MANUAL* By Alex. J. Graham, CE. With 
numerous Diagrams. Second Edition. i8mo, cloth ... as. 6d. 
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EARTHWORK TABLES* Showing the Contents in Cubic Yards 
of Embankments, Cuttings, &c., of Heights or Depths up to an average 
of 80 feet. By Joseph Broadbent, C.E., and Francis Campin, C.E. 
Crown 8vo, cloth ... ... ... ... ... ... ... 5s. 

EARTHWORK TABLES, HANDY GENERAL. Giving 

the Contents in Cubic Yards of Centre and Slopes of Cuttings and 
Embankments from 3 inches to 80 feet in Depth or Height, for use with 
either 66 feet Chain or 100 feet Chain. By J. H. Watson Buck, 
M.Inst. C.E. On a Sheet mounted in cloth case 3s. 6d. 

ELECTRIC LIGHT* Its Production and Use. By J. W. Urquhart. 
Crown 8vo, cloth 7s. 6d. 

ELECTRIC LIGHT FITTING* A Handbook for Working 
Electrical Engineers. By J. W. Urquhart. Crown 8vo, cloth 5s. 

ELECTRIC LIGHT FOR COUNTRY HOUSES* A Prac- 

tical Handbook, including Particulars of the Cost of Plant and Working. 

By J. H . Knight. Crown 8vo, wrapper is. 

ELECTRIC LIGHTING* By Alan A. Campbell Swinton, 
M.InstC.E., M.I.E.E. Crown 8vo, cloth 15. 6d. 

ELECTRIC LIGHTING AND HEATING. A POCKET- 

BOOK* Comprising useful Formulae, Tables, Data, and Particulars 
of Apparatus and Appliances for the Use of Central Station Engineers, 
Contractors, and Engineers-in-Charge. By Sydney F. Walker, R.N., 
M.I.E.E., M.I.M.E., A. M.InstC.E., Etc. Fcap. 8vo, 448 pp., 270 
Diagrams, and 240 Tables iV<?/7S. 6d. 

ELECTRIC MOTORS: THEIR ACTION, CONTROL, 

AND APPLICATION. By Francis B. Crocker, E.M., Ph.D., 
Professor of Electrical Engineering, Columbia University ; Past Pres. 
A.I.E.E. ; Mem. British Inst. E.E. ; and M. Arendt, E.E., Assistant 
Professor of Electrical Engineering, Columbia University; Mem. A.I.E.E. 
297 pages, 158 Illustrations. Medium 8vo, cloth ... AV/ los. 6d. 

ELECTRIC POWER CONDUCTORS* By Wm. A. Del Mar, 

A.C.G.I., Assoc. Mem. A.I.E.E., Assoc. I. E.E. Large crown 8vo, cloth. 
336 pages, with numerous illustrations. Net 9s. 

ELECTRIC POWER CONDUCTORS :— CONDUCTORS 

FOR ELECTRICAL DISTRIBUTION, their Materials and Manufac- 
ture. The Calculation of Circuits, Pole-line Construction, Under- 
ground Working, and other Uses. By F. A. C. Perrine, A.M., D.Sc, 
Mem.Am.Inst.E.E. Second Edition, Revised. Medium 8vo, 300 pp., 

fully illustrated AV/ 15s. 

ELECTRIC SHIP^LIGHTING. A Handbook on the Practical 
Fitting and Running of Ship's Electrical Plant. By J. W. Urquhart. 
Fourth Edition, Revised and Enlarged. 365 pages, with 90 Illustrations. 
Crown 8vo, cloth 7s. 6d. 

ELECTRIC TRACTION AND TRANSMISSION ENGI- 
NEERING* By Samuel Sheldon, A.M., Ph.D., D.Sc, and Erich 
Hausmann, E.E., M.S. 317 pp., 127 Illustrations. Large crown 8vo, 

v»^^ X'X-X ••• ••• ••• ••• ••• ••« ••• ••• •«• A \€f M »c^# 

ELECTRIC WIREMEN'S WORK* A Text-book in three 
sections, suitable for Installation Inspectors, Electricians, W^iremen 
Students, and others engaged in the Electrical Trades. By J. H. 
Havelock, A.m. I. E.E. , Lecturer in Electrical Engineering, Kent 
Education Committee (Medway Towns). Fully Illustrated with 
numerous Tables. [In Preparation. 
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ELECTRIC WIRING, DIAGRAMS AND SWITCH- 

BOARDS* By Newton Harrison, E.E., Instructor of Electrical 
Engineering in the Newark Technical School. Crown 8vo, cloth. Net ss. 

The Beginning of Wiring — Calculating the Size of Wire— A Simple £lbctric Light 
Circuit Calculated— Estimating the Mains, Feeders, and Branches — Using the Bridge 
FOR Testing — The Insulation Resistance— Wiring for Motors — Wiring with Cleats, 
Moulding and Conduit — Laying-out a Conduit System — Power Required for Lamps — 
Lighting of a Room — Switchboards and their Purpose— Switchboards Designed for 
Shunt and Compound- Wound Dynamos— Panel Switchboards, Street Railway Switch* 
boards. Lightning Arresters— The Ground Detector — Locating Grounds — Alternating 
Current Circuits— The Power Factor in Circuits— Calculation of Sizes of Wire for 
Single, Two and Three-phase Circuits. 

ELECTRICAL AND MAGNETIC CALCULATIONS. 

For the use of Electrical Engineers and Artisans, Teachers, Students, 
and all others interested in the Theory and Application of Electricity and 
Magnetisn\. By A. A. Atkinson, M.S., Professor of Physics and 
Electricity in Ohio University, Athens, Ohio. Crown 8vo, cloth Net 95. 

ELECTRICAL CALCULATIONS (ELEMENTARY). A 

Manual of Simple Engineering Mathematics, covering the whole field 
of Direct Current Calculations, the Basis of Alternating Current 
Mathematics, Networks and Typical Cases of Circuits, with Appendices 
on Special Subjects. By T. O'CONOR Sloane, A.M., E.M., Ph.D., 
Author of "The Standard Electrical Dictionary." Large Crown 8vo, 
cloth, 314 pp. with Diagrams , ... Net ^s, 

ELECTRICAL DICTIONARY. A Popular Encyclopaedia of 
Words and Terms used in the Practice of Electrical Engineering. 
By T. 9'CONOR Sloane, A.M., E.M., Ph.D. Fourth Edition, with 
Appendix. 690 pages and nearly 400 Illustrations. Large Crown 8vo, 

(tfXLIlil ... ..a ... ... •.. ••• ••• •.• X\ Cw 79* OQ • 

ELECTRICAL ENGINEERING. A First-Year's Course for 
Students. By Tyson Sewell, A.M.I.E.E., Lecturer and Demonstrator 
in Electrical Engineering at the Polytechnic, Regent Street, London. 
Fifth Edition, Thoroughly Revised. Large Crown 8vo, cloth. 465 pp., 
with 277 Illustrations Net ^s. 

Ohm's Law — Units Employed in Electrical Engineering — Series and Parallel. 
Circuits— Current Densittv and Potential Drop in the Circuit — ^The Heating Effect 
OF the Electric Current — The Magnetic Effect of an Electric Current — The 
Magnetisation of Iron — Electro Chemistry — Primary Batteries— Accumulators- 
Indicating Instruments— Ammeters, Voltmeters, Ohmmeters — Electricity Supply 
Meters- Measuring Instruments, and the Measurement op Electrical Resistance — 
Measurement of Potential Difference, Capacity, Current Strength, and Perme- 
ability — Arc Lamps— Incandescent Lamps— Manufacture and Installation — Photo- 
metry — The Continuous Current Dynamo — Direct Current Motors — Alternating 
Currents — Transformers, Alternators, Synchronous Motors— Polyphase Working — 
Appendix I., The Three Wire System— Appendix II., Questions and Answers. 

ELECTRICAL ENGINEERING (ELEMENTARY). In 

Theory and Practice. A Class Book for Junior and Senior Students and 
Working Electricians. By J. H. Alexander. With nearly 200 Illustra- 
tions. Crown 8 vo, cloth A^^/3S. 6d. 

Fundamental Principles — Electrical Currents — Solenoid Coils, Galvanometers. 
Volt-Meters — Measuring Instruments — Alternating Currents — Dynamo Electric 
Machines — Continuous Current Dynamos.— Induction, Static Transformers, Converters- 
Motors — Primary and Storage Cells— Arc Lamps — Incandescent Lamps — Switches, 
Fuses, etc. — Conductors and Cables — Electrical Energy Meters — Specifications — 
Generation and Transmission of Electrical Energy— Generating Stations. 

ELECTRICAL ENGINEERING, GENERAL LECTURES 

ON. By C. Proteus Steinmetz, A.M., Ph.D. Third edition, com- 
piled and edited by J. Leroy Hayden. 284 pages, with Diagrams. 
Medium 8vo, cloth iV^/Ss. 6d. 

ELECTRICAL ENGINEERING* See Alternating Currents. 
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ELECTRICAL TRANSMISSION OF ENERGY. A 

Manual for the Design of Electrical Circuits. By Arthur Vaughan 
Abbott, C.E., Member American Institute of Electrical Engineers, 
etc. Fifth Edition, Rewritten and Enlarged, with numerous Tables, 
Plates, and other Illustrations. Royal 8vo, 700 pages. Strongly bound 
in cloth ... ... ... ... ... ... ... ... Net Jus* 

ELECTRICAL TRANSMISSION OF ENERGY-THREE 

PHASE TRANSMISSION* A Practical Treatise on the Economic 
Conditions governing the Transmission of Electric Energy by Under- 
ground and Overhead Conductors. By William Brew, M.I.E.E., Late 
Chief Expert Assistant, Dublin Corporation Electricity Supply. Second 
Edition, Revised. 186 pp., with 83 Illustrations. Demy 8vo, cloth. 

[Nearly Ready. Net js. 6d. 

ELECTRICITY AS APPLIED TO MINING- By Arnold 

LuPTON, M.InstC.E., M.I.Mech.E., M.I.E.E., late Professor of Coal 
Mining at the Yorkshire College, Victoria University ; G. D. Aspinall 
Parr, M.I.E.E., A.M.I.Mech.E., Head of the Electrical Engineering 
Department, Yorkshire College, Victoria University ; and Herbert 
Perkin, M.I.M.E., Assistant Lecturer in the Mining Department of the 
Yorkshire College, Victoria University. Second Edition, Revised and 
Enlarged, medium 8vo, cloth, 300 pp.,with about 170 Illustrations. Net las. 

Introductory — Dynamic Electricity — Driving of the Dynamo — ^Thk Steam Turbine — 
Distribution of Electrical Energy — Starting and Stopping Electrical Generators and 
Motors — Electric Cables — Central Electrical Plants — Electricity Applied to 
Pumping and Hauling — Electricity Applied to Coal Cutting— Typical Electric Plants 
«ecently Erected — Electric Lighting by Arc and Glow Lamps— Miscellaneous Applica- 
tions OF Electricity— Electricity as Compared with other Modes of Transmitting 
Power — Dangers of Electricity. 

ELECTRICITY IN FACTORIES AND WORKSHOPS : 

ITS COST AND CONVENIENCE. A Handybook for Power 
Producers and Power Users. By A. P. Haslam, M.I.E.E. 328 pp., with 
numerous Illustrations. Large crown 8vo, cloth Net 7s. 6d. 

The Electric Motor and Its Accessories — The Direct Current Motor — The 
-Alternating Current Motor — The Starting and Speed Regulation of Electric 
Motors— The Rating and Efficiency of Electric Motors — The Provision of Electric 
Energy— The Cost of Energy as Affected by Conditions of Working — The Question 
IFOR THE Small Power User— Independent Generating Plants — Oil and Gas Engine 
Plants — Independent Generating Plants — Steam Plants — Power Station Tariffs — Thb 
Applications of Electric Power— The Use of Electric Power in Textile Factories — 
Electric Power in Printing Works— The Use of Electric Power in Engineering 
"Workshops— Miscellaneous Applications of Electric Power — The Installation of 
Electric Motors — ^The Lighting of Industrial Establishments. 

ELECTRICITY. A STUDENT'S TEXT-BOOK. By 

H. M. NoAD, F.R.S. 650 pp., 470 illustrations. Crown 8vo ... 95. 

ELECTRICITY. POWER TRANSMITTED BY, AND 

APPLIED BY THE ELECTRIC MOTOR, including Electric Railway 
Construction. By Philip Atkinson, A.M., Ph.D., author of " Elements 
of Static Electricity." Fourth Edition, Enlarged, Crown 8vo, cloth, 
224 pp., with over 90 illustrations Net gs* 

ELECTRO^PLATING AND ELECTRO^REFINING OF 

METALS. Being a new edition of Alexander Watt's "Electro-De- 
position." Revised and Largely Re-written by Arnold Philip, 
Assoc. R.S.M., B.Sc, A.I.E.E., F.I.C., Principal Assistant to the 
Admiralty Chemist, formerly Chief Chemist to the Engineering Depart- 
ments of the India Office. Second Edition, Revised. 700 pp., with nu- 
merous Illustrations, Large Cr. 8vo, cloth Net 12S, 6d* 
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ENGINEERING DRAWING. A WORKMAN'S 

MANUAL. By John Maxton. Crown 8vo, cloth ... 3s. 6d. 

ENGINEERING ESTIMATES, COSTS, & ACCOUNTS. 

A Guide to Commercial Engineering. With numerous examples of 
Estimates and Costs of Millwright Work, Miscellaneous Productions, 
Steam Engines and Steam Boilers ; and a Section on the Preparation of 
Costs Accounts. By A General Manager. Third Edition. Revised 
and Corrected. 276 pages. 8vo, cloth Net'js.6d. 

ENGINEERING PROGRESS (1863^6). By Wm. Humber, 

A.M.Inst.C.E. Complete in Four Vols. Containing 148 Double Plates, 
with Portraits and Descriptive Letterpress. Imperial 4to, half morocco. 
Price, complete, £12 12s. ; or sold separately at £3 3s. per Volume. 

ENGINEER'S AND MILLWRIGHT'S ASSISTANT. A 

Collection of Useful Tables, Rules, and Data. By William Templeton. 

Eighth Edition, with Additions. i8mo, cloth as, 6d. 

ENGINEER'S HANDBOOK* A Practical Treatise on Modem 
Engines and Boilers, Marine, Locomotive, and Stationary. And contain- 
ing a large collection of Rules and Practical Data relating to Recent 
Practice in Designing and Constructing all kinds of Engines, Boilers, and 
other Engineering work. The whole constituting a comprehensive Key 
to the Board of Trade and other Examinations for Certificates of Com- 
petency in Modern Mechanical Engineering. By Walter S. Hutton, 
Civil and Mechanical Engineer, Author of "The Works' Manager's 
Handbook for Engineers," etc. Seventh Edition, Revised and Enlarged. 
576 pp., with 430 Illustrations. Med. 8 vo, cloth i8s. 

ENGINEER'S, MECHANIC'S, ARCHITECT'S, 

BUILDERS, ETC^ TABLES AND MEMORANDA, Selected and 
Arranged by Francis Smith. Seventh Edition, Revised, including 
Electrical Tables, Formulae, and Memoranda. Waistcoat-pocket 
size, limp leather ... ... ... ... ... ... ... is. 6d« 

ENGINEER'S POCKET BOOK. See Mechanical Engineer's 
Pocket Book 

ENGINEER'S" YEAR-BOOK FOR 1914. Comprising For- 

mulae. Rules, Tables, Data and Memoranda. Forming a Compendium 
of the Modern Practice of Civil, Mechanical, Electrical, Marine, Gas, and 
Mine Engineering. By H. R. Kempe, M.Inst.C.E., M.I.Mech.E., 
M.I.E.E., Consulting Engineer; Electrician to the British Post Office 
(1907-1912), formerly Principal Staff Engineer of the Engineer-in- Chiefs 
Office, General Post Office, London, with the collaboration of eminent 
Specialists. i,6oo pages. With 1,250 Illustrations, specially Engraved 
for the work. Crown 8vo, leather. \ Published Annually, 15s. 

List of Contributors: — H. N. Allott, M.Inst.C.E. (The Construction of Engineering^ 
Workshops) ; W. Valentine Ball, M.A., Barrister-at-Law (The Law affecting Engineers) ; 
Wm. H. Booth, F.G.S., M.Am.Soc.C.E. (Steam Engines and Boilers, Fuels, Pumps, Cotton 
Mills, Cranes, Water Softening, Well-Sinking, etc.) ; G. A. Burls, M.Inst.C.E. (Internal (Combustion 
Engines, Motor Cars, and Aeroplanes) ; Prof. C. A. Carus-Wilson, M.A., M.LE.E., A.M.Inst.C.E. 
(Electrical Engineering); A. P. Chalkley, B.Sc, A.M.Inst.CE. (Marine Diesel Engines); 
Brysson Cunningham, B.E., A.M.Inst.C.E. (Harbour and Dock Engineering) ; Alex. Drew, 
M.I.Mech.K, M.C.I. (Reinforced Cx>ncrete Construction) ; Prof. T. Claxton Fidler, M.Inst. C.E. 
<Beams, Girders, Bridges, and Joists); H. L. Guy, A.M.I.C>E. (Steam Turbine Practice); 
Percy A. Hillhouse, B.Sc, M.I.N.A. (Naval Architecture and Marine Engineering) ; W. Howard- 
Smith, A.M.Inst.C.E. (Tramways, Railways); Newton B. Knox, E.M., M.I.M.M. (Metalliferous 
Mining and Mining Machinery) ; Prof. Vivian B Lewes, F.I.C, F.C.S. (Acetylene Gas audits 
Applications); Prof. Henry Louis, D.Sc, A.R.S.M., M.I.C.E. (Coal and General Mining); 
R. Fairfax Middlbton, A.M.Inst.C.E. (Waterworks Engineering); Henry O'Connor, 
F.R.S.Edin., A.M.Inst.C.E. (Gas and Gas Works); Reginald A. Ryves, A. M.Inst.C.E. (Roads 
and Streets); E. J. Silcock, M.Inst.C.E., F.G.S., F.S.I. (Sewerage, Sewage Disposal, and House 
Drainage); Fred Simpson, A.M.Inst.C.E. (Refrigeration, Ice-Making, and Cold Storage); The 
Engineers and Carriage Superintendents of the principal British Railways (Locomotives 
and Rolling Stock ; Permanent- Way Plant, etc. 
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ENGINEMAN'S POCKET COMPANION, and Practical 

Educator for Enginemen, Boiler Attendants, and Mechanics. By 
Michael Reynolds. With 45 Illustrations and numerous Diagrams. 
Fifth Edition. Royal i8mo, strongly bound for pocket wear 35. 6d. 

EXCAVATION (EARTH AND r6cK). A Practical 

Treatise, by Charles Prelint, C.E. 365 pp., with Tables, many 

Diagrams and Engravings. Royal 8vo, cloth Net i6s. 

FACTORY ACCOUNTS. Their Principles and Practice. A 
Handbook for Accountants and Manufacturers. By E. Garcke and 
J. M. Fells. Sixth Edition, Revised and considerably extended. 314 
pages. Demy 8vo, cloth Net 6s* 

FIRE PROTECTION IN BUILDINGS. A Practical Treatise 

for Engineers, Architects, Surveyors, and Property Owners. By 
Harold G. Holt, A.R.I.B.A. 280 pages, with Diagrams and Illus- 
trations. Demy 8vo, cloth [Just Published. Net 8s* 6d* 

FIRES, FIRE-ENGINES, AND FIRE BRIGADES. With a 

History of Fire-Engines, their Construction, Use, and Management. 
Hints on Fire-Brigades, &c. By C. F. T. Young. 8vo, cloth. £1 4s. 

FLYING MACHINES OF TO-DAY. By Wm. Duane Enhis, 

Professor of Mechanical Engineering in the Polytechnic Institute of 
Brooklyn. 218 pages, with 123 Illustrations. Large Crown 8vo, 
cioixi ... ... ... ••• ... ••. ... •.• •.. xvet OS* 

FLYING MACHINES. See also Aviation. 
FOUNDATIONS AND CONCRETE WORKS. With 

Practical Remarks on Footings, Planking, Sand and Concrete, B^ton, 
Pile-driving, Caissons, and Cofferdams. By E. DOBSON. Crown 8vo. 

IS. 64l. 

FUEL, ITS COMBUSTION AND ECONOMY* Consisting 

of an Abridgment of " A Treatise on the Combustion of Coal and the 
Prevention of Smoke." By C. W. Williams, A.Inst C.E. With exten- 
sive Additions by D. KiNNEAR Clark, M.Inst.C.E. Fourth Edition 
Crown 8vo, cloth ... ... ... ... ... ... ... 35* 6d. 

FUELS: SOLID, LIQUID, AND GASEOUS- Their Analysis 
and Valuation. For the Use of Chemists and Engineers. By H. J. 
Phillips, F.C.S., formerly Analytical and Consulting Chemist to the 
Great Eastern Railway. Fourth Edition. Crown 8vo, cloth. is* od. 

GAS AND OIL ENGINE MANAGEMENT. A Practical 

Guide for Users and Attendants, being Notes on Selection, Construction 
and Management. By M. Powis Bale, M.Inst.C.E., M.I.Mech.E., 
Author of "Woodworking Machinery," etc. Third Edition, Enlarged. 
Crown 8vo, cloth ... ... ... ... Net^s*6€L. 

GAS-ENGINE, A HANDBOOK ON THE* Comprising 

a Practical Treatise on Internal Combustion Engines. For the Use of 
Engine Builders, Engineers, Mechanical Draughtsmen, Engineering 
Students, Users of Internal Combustion Engines, and others. By 
Herman Haeder, Civil Engineer, Wiesbaden. Translated from the 
German, and edited by William M. Huskisson, AM.I.E.E. (9^ years 
with Messrs. Crossley Bros., of Openshaw). With the addition of numerous 
Useful Tables and other Matter. 330 pages, with over 500 Illustrations 
and Tables. Small 4to, cloth Net \%s* 

" There can be no question as to the utility of the work, and the translator is to be congratulated 
on the thoroughness with which he has discharged his tzi^.'^—Mechamcal World. 

''The work is in every respect of a ver^ high standard, and may be strongly recommended to 
those who wish to make a study of the technical details of the internal combustion engine.''— /<wr»«/ 
of Gat Lighting. 
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GAS ENGINEER'S POCKET-BOOK. Comprising Tables, 

Notes and Memoranda relating to the Manufacture, Distribution, and 
Use of Coal Gas and the Construction of Gas Works. By H. O'CONNOR, 
A.M.Inst.C.E. Third Ed., Revised. Crown 8vo, leather Net los. 6d. 

GAS-ENGINE HANDBOOK. A Manual of Useful Information 
for the Designer and the Engineer. By E. W. Roberts, M.E. Seventh 
Edition, Entirely Re-written and Enlarged. With 40 Full-page En- 
gravings. 323 pages with Illustrations. Small Fcap. 8vo, leather. 

\_Just Published. Net 95. 

GAS-ENGINES AND PRODUCER^GAS PLANTS. A 

Treatise setting forth the Principles of Gas Engines and Producer 
Design, the Selection and Installation of an Engine, the Care of Gas 
Engines and Producer-Gas Plants, with a Chapter on Volatile Hydro- 
carbon and Oil Engines. By R. E. Mathot, M.E. Translated from 
the French. With a Preface by Dugald Clerk, M.Inst. C.E., P\C.S. 
Medium 8yo, cloth, 310 pages, with about 150 Illustrations. Net I28. 

Motive Power and Cost of Installation — Selection of an Engine— Installation 
OF AN Engine — Foundation and Exhaust — Water Circulation— Lubrication — Conditions 
OF Perfect Operation — How to Start an Engine — Precautions— Perturbations in the 
Operation of Engines — Producer-Gas Engines — Producer-Gas— Pressure Gas-Producers 
— Suction Gas-Producers— Oil and Volatile Hydrocarbon Engines — ^The Selection 
OF AN Engine. 

GAS ENGINES* With Appendix describing a Recent Engine with 
Tube Igniter. By T. M. GOODEVE, M.A. Crown 8vo, cloth. as. 6d. 

GAS ENGINES (FARM). By H. R. Brate. 200 pp., with 

36 Illustrations. Crown 8vo, cloth Net 4s. 6d. 

GAS ENGINES* See also Internal Combustion Engines. 

GAS LIGHTING* See also Acetylene. 

GAS LIGHTING FOR COUNTRY HOUSES* See Petrol 

Air Gas. 

GAS MANUFACTURE, CHEMISTRY OF* A Practical 

Manual for the Use of Gas Engineers, Gas Managers and Students. By 
Harold M. Royle, F.C.S., Chief Chemical Assistant at the Beckton 
Gas Works. Demy 8vo, cloth. 340 pages, with numerous Illustrations 
and Coloured Plate Net 125. 6d. 

Preparation of Standard Solutions — Analysis of Coals — Desckiption of Various 
Types of Furnaces — Products of Carbonisation at Various Temperatures — Analysis op 
Crude Gas — Analysis of Lime— Analysis of Ammoniacal Liquor — Analytical Valuation 
OF Oxide of Iron — Estimation of Naphthalin — Analysis of Fire-Bricks and Fire-Clay 
— Art of Photometry— Carburetted Water Gas— Appendix containing Statutory and 
Official Regulations for Testing Gas, Valuable Excerpts from various important 
Papers on Gas Chemistry, Useful Tables, Memoranda, etc. 

GAS WORKS^ Their Construction and Arrangement, and the 
Manufacture and Distribution of Coal Gas. By S. Hughes, C.E. Ninth 
Edition. Revised, with Notices of Recent Improvements, by Henry 
O'Connor, A. M*. Inst. C.E. Crown 8vo, cloth ... ,., .. 6». 

GEOMETRY* For the Architect, Engineer, and Mechanic. By 
E. W. Tarn, M.A., Architect. 8vo, cloth 9s. 

GEOMETRY FOR TECHNICAL STUDENTS- By E. H. 

Sprague, A.M.InstC.E. Crown 8vo, cloth Net is. 

GEOMETRY OF COMPASSES* By Oliver Byrne. Coloured 
Plates. Crown 8vo, cloth 3s. 6d. 

GUNNERY* See Recoil of Guns. 

HEAT, EXPANSION OF STRUCTURES BY* By John 

Keily, C.E. Crown 8vo, cloth., 3s. 6d. 
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HOISTING MACHINER Y* Including the Elements of Crane 
Construction and Descriptions of the Various Types of Cranes in Use. 
By Joseph Horner, A.M.I. M.E. Crown 8vo, cloth, with 215 Illustra- 
tions, including Folding Plates Net 78. 64. 

HYDRAULIC MANUAL* Consisting of Working Tables and 
Explanatory Text. Intended as a Guide in Hydraulic Calculations and 
Field Operations. By Lowis D'A. Jackson. Fourth Edition, Enlarged. 
Large Crown 8vo, clotji i6s. 

HYDRAULIC POWER ENGINEERING. A Practical 

Manual on the Concentration and Transmission of Power by Hydraulic 
Machinery. By G. Croydon Marks, A.M. Inst. C.E. Second Edition, 
Enlarged, with about 240 lUustralions. 8vo, cloth ... Net los. 6d. 

SUMMARY of contents :— Pkinciples of Hydraulics— The Flow of Water- 
Hydraulic Pressures— Material — Test Load — Packing for Sliding Surfaces — Pipe Joints 
— Controlling Valves — Platform Lifts — Workshop and Foundry Cranes — Warehouse 
and Dock Cranes— Hydraulic Accumulators — Presses for Baling and other Purposes — 
Sheet Metal Working and Fokging Machinery — Hydraulic Riveters — Hand and Power 
Pumps — Steam Pumps — Turbines — Impulse Turbines— Reaction Turbines — Design of 
Turbines in Detail — Water Wheels — Hydraulic Engines — Recent Achievements — 
Pressure of Water — Action of Pumps, etc. 

INTERNAL COMBUSTION ENGINES- Their Theory, 

Construction, and Operation. By RoLLA C. Carpenter, M.M.E., 
LL.D., and H. Diederichs, M.E., Professors of Experimental Engi- 
neering, Sibley College, Cornell University. 610 pages, with 373 Illus- 
trations. Medium 8 vo, cloth AV/21S. 

Introduction, Definitions and Classifications, Indicated and Brake Horse-power — 
Thermodynamics of the Gas Engine — Theoretical Comparison of Various Types of 
Internal Combustion Engines— The Various Events of the Constant-Volume and 
Constant-Pressure Cycle as Modified by Practical Conditions— The Temperature 
Entropy Diagram Applied to the Gas Engine— Combustion— Gas-Engine Fuels, the 
Solid Fuels, Gas Producers — The Gas-Engine Fuels, Liquid Fuels, Carburetters and 
Vaporisers — Gas-Engine Fuels, the Gas Fuels, the Fuel Mixture Explosibility, Pres- 
sure and Temperature — The History of the Gas Engine— Modern Types of Internal 
Combustion Engines — Gas Engine Auxiliaries, Ignition, Mufflers, and Starting 
Apparatus — Regulation of Internal Combustion Engines— The Estimation of Power 
of Gas Engines — Methods of Testing Internal Combustion Engines — ^The Performance 
of Gas Engines and Gas Producers— Cost of Installation and of Operation. 

IRON AND METAL TRADES COMPANION. For Ex- 

peditiously Ascertaining the Value of any Goods bought or sold by 
Weight, from is. per cwt. to II2J. per cwt., and from one farthing per 
pound to one shilling per pound. By Thomas Downie. Strongly 
bound in leather, 396 pp 9s. 

IRON AND STEEL* A Work for the Forge, Foundry, Factory, 
and Office. Containing ready, useful, and trustworthy Information for 
Ironmasters and their Stock-takers ; Managers of Bar, Rail, Plate, and 
Sheet Rolling Mills ; Iron and Metal Founders ; Irqn Ship and Bridge 
Builders ; Mechanical, Mining, and Consulting Engineers ; Architects, 
Contractors, Builders, etc. By Charles Hoare, Author of "The 
Slide Rule," etc. Ninth Edition. 32mo,leather 6s. 

IRON AND STEEL CONSTRUCTIONAL WORK, as 

applied to Public, Private, and Domestic Buildings. By Francis 
C ampin, C.E. Crown 8vo, cloth 3s. 6d. 

IRON AND STEEL GIRDERS* A Graphic Table for Facili- 
tating the Computation of the Weights of Wrought Iron and Steel 
Girders, etc., for Parliamentary and other Estimates. By J. H. Watson 
Buck, M.Inst.C.E. On a Sheet as. 6d. 
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IRON^PLATE WEIGHT TABLES* For Iron Shipbuilders, 
Engineers, and Iron Merchants. Containing the Calculated Weights of 
upwards of 1 50,000 different sizes of Iron Plates from i ft. by 6 in. 
by \ in. to 10 ft. by 5 ft. by i in. Worked out on the basis of 40 lbs. to 
the square foot of Iron i in. in thickness. By H. BURLINSON and 
W. H. Simpson. 4to, half-bound £1 5S^ 

IRRIGATION (PIONEER)* A Manual of Information for 
Farmers in the Colonies. By E. O. Mawson, M.InstCE., Executive 
Engineer, Public Works Department, Bombay. With Chapters on Light 
Railways by E. R. Calthrop, M.InstCE., M.I.M.E. With Plates and 
Diagrams. Demy 8vo, cloth Net los, 6d- 

Value of Irrigation, and Sources of Water Supply — Dams and Weirs — Canals — 
Underground Water— Methods of Irrigation — Sewage Irrigation — Imperial Automatic 
Sluice Gates— The Cultivation of Irrigated Crops, Vegetables, and Fruit Trees — 
Light Railways for Heavy Traffic — Useful Memoranda and Data. 

LATHE PRACTICE* A Complete and Practical Work on the 
Modern American Lathe. By Oscar E. Perrigo, M.E., Author of 
" Modern Machine Shop Construction, Equipment, and Management,** 
etc. Medium 8vo, 424 pp., 315 Illustrations. Cloth ... Net \is. 

History of the Lathe up to the Introduction of Screw Threads — Its Development 
since the Introduction of Screw Threads — Classification of Lathes— Lathe Design. 
The Bed and its Supports — The Head-Stock Casting, the Spindle, and Spindle-cone — The 
Spindle Bearings, the Back Gears, and the Triple-Gear Mechanism — The Tail Stock, 
the Carriage, the Apron, etc. — Turning Rests, Supporting Rests, Shaft Straighteners, 
etc.— Lathe Attachments — Rapid Change Gear Mechanisms — Lathe Tools, High-speed- 
Steel, Speeds and Feeds, Power for Cutting Tools, etc. — ^Testing a Lathe— Lathe Work 
— Engine Lathes — Heavy Lathes— High-speed Lathes— Special Lathes — Regular Turret 
Lathes— Special Turret Lathes — Electrically-driven Lathes. 

LATHE'WORK* A Practical Treatise on the Tools, Appliances, 
and Processes employed in the Art of Turning. By Paul N. Hasluck. 
Eighth Edition. Crown 8vo, cloth 58. 

LAW FOR ENGINEERS AND MANUFACTURERS. 

See Every Man's Own Lawyer. A Handybook of the Principles of 
Law and Equity. By a Barrister. Fiftieth (191 3) Edition, Revised 
and Enlarged, including Abstracts of the Legislation of 1912 of especial 
interest to Engineering Firms and Manufacturers. Large crown 8vo, 
cloth, 850 pages [Published Annual/y. Net 6s, Sd, 

LEVELLING, PRINCIPLES AND PRACTICE OF* Showing 

its Application to Purposes of Railway and Civil Engineering in the Con- 
struction of Roads ; with Mr. Telford's Rules for the same. By 
Frederick W. Simms, M.InstCE. Ninth Edition, with Law's 
Practical Examples for Setting-out Railway Curves, and Trautwine's 
Field Practice of Laying-out Circular Curves. With seven Plates and 
numerous Woodcuts. 8vo 8s. 6d. 

LIGHTNING CONDUCTORS, MODERN* An Illustrated 
Supplement to the Report of the Lightning Research Conunitteeof 1905, 
also the Phoenix Fire Office 1910 Rules, with Notes as to the Methods of 
Protection, and Specifications. By Killingworth Hedges, M. Inst. C.E., 
M.LE.E., Honorary Secretary to the Lightning Research Committee. 
Second Edition, with additions. 132 pp., with Illustrations. Medium 
3vo, cloth Net 6s, 6d, 

*' . . . The information given b most valuable." — Electrical Enj^ifuer. 

"The work now appears with some additions that noticeably enhance its value." — ScoisMOH. 
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LOCOMOTIVE ENGINE^ The Autobiography of an old Loco- 
motive Engine. By Robert Weatherburn; M.I.M.E. With Illus- 
trations and Portraits of George and Robert Stephenson. Crown 
8vo, cloth iV^/as. 6d. 

LOCOMOTIVE ENGINE DEVELOPMENT* A Popular 

Treatise on the Gradual Improvements made in Railway Engines 
between 1803 and 1903. By Clement C. Stretton, C.E. Sixth j 

Edition, Revised and Enlarged. Crown 8vo, cloth ... AV/ 45. 6d. 

LOCOMOTIVE ENGINE DRIVING. A Practical Manual for 
Engineers in Charge of Locomotive Engines. By Michael Reynolds, 
M.S.E. Twelfth Edition. Crown 8vo, cloth, 3s. 6d. ; cloth boards 

45. 6d. 

LOCOMOTIVE ENGINES. A Rudimentary Treatise on. By 
G. D. Dempsev, C.E. With large additions treating of the Modem 
Locomotive, by D. K. Clark, M.Inst.C.E. With Illustrations. Crown 
ovo, ciotn ... ... ..• ... .*• ... ..* ••• 3^* 

LOCOMOTIVE (MODEL) ENGINEER, Fireman and Engine- 
boy. Comprising a Historical Notice of the Pioneer Locomotive 
Engines and their Inventors. By Michael Reynolds. Crown 8vo, 
cloth, 35. 6d. ; cloth boards 45. 6d. 

LOCOMOTIVES, THE APPLICATION OF HIGHLY 

SUPERHEATED STEAM TO. See Steam. 

MACHINERY, DETAILS OF^ Comprising Instructions for 
the Execution of various Works in Iron in the Fitting Shop, Foundry, 
and Boiler Yard. By Francis Campin, C.E. Crown 8vo, cloth 3s. 

MACHINE SHOP TOOLS. A Practical Treatise describing in 
every detail the Construction, Operation and Manipulation of both Hand 
and Machine Tools ; being a work of Practical Instruction in all Classes 
of Modern Machine Shop Practice, including Chapters on Filing, 
Fitting and Scraping Surfaces ; on Drills, Reamers, Taps and Dies ; 
the Lathe and its Tools ; Planers, Shapers and their Tools ; Milling 
Machines and Cutters ; Gear Cutters and Gear Cutting ; Drilling 
Machines and Drill Work, &c. By W. H. Van Dervoort, M.E., 
Illustrated by 673 Engravings. Medium 8vo Net a is. 

MAGNETOS FOR AUTOMOBILISTS : How made and How 
used. A Handybook on their Construction and Management. By S. R. 
BOTTONE. Second Edition, Enlarged. 118 pages, with 52 Illustrations. 
Crown 8vo, cloth ... ... ... ... ... ... ... Net ^s, 

MARINE ENGINEERING., An Elementary Manual for Young 
Marine Engineers and Apprentices. By J. S. Brewer. Crown 8vo, 

(«iviLii . . . ... ••• ••■ ... ... ... ... ... 1 9* OQ* 

MARINE ENGINEER'S GUIDE for Board of Trade Examina- 
tions for Certificates of Competency. Containing all Latest Questions 
to Date, with Simple, Clear, and Correct Solutions; with Notes on 
Beams, Boilers, Mechanical Powers, and the latest B.T. Regulations. 
By A. C. Wannan. C.E., Consulting Engineer, and D. Lindsay, 
Southampton Marine Academy. Illustrated with Sketches. Fifth 
Edition, Revised and further Enlarged. Large Crown 8vo, cloth. In 
2 volumes, sold separately. 

ARITHMETIC [Just Published. Net 6fi, 

ELEMENTARY^S, VERBALS, AND DRAWINGS. 

[Just Published, Net 6s. 
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MARINE ENGINEER'S POCKET^BOOIC Containing latest 

Board of Trade Rules and Data for Marine Engineers. By A. C. Wannan. 
Fifth Edition, 186 pages, Illustrated. Square i8mo, with thumb Index, 
ieatner •«. •>. ... ... ... ••• ••• .•* i\€( ^s» oq • 

MARINE ENGINES AND BOILERS. Their Design and 

Construction. A Handbook for the Use of Students, Engineers, and 
Naval Constructors. Based on the Work " Berechnung und Konstruktion 
der Schiffsmaschinen und Kessel," by Dr. G. Bauer, Engineer-in-Chief 
of the Vulcan Shipbuilding Yard, Stettin. Translated from the Second 
German Edition by E. M. DONKIN and S. Bryan Donkin, A.M.I.C.E. 
Edited by Leslie S. Robertson, Secretary to the Engineering Standards 
Committee, M.I.C.E., M.I.M.E., M.I.N.A., Etc. With numerous Illus- 
trations and Tables. Medium 8 vo, cloth Net ^^s* 

summary of CONTENTS:— part I. MAIN ENGINES; Determination of 
Cylinder Dimensions — ^The Utilisation of Steam in the Engine— Stroke of Piston — 
Number of Revolutions — Turning Moment — Balancing of the Moving Parts — ^Arrange* 
mbnt of Main Engines— Details of Main Engines— The Cylinder — Valves— Various 
Kinds of Valve Gear — Piston Rods— Pistons— Connecting Rod and Crosshead — Valve 
Gear Rods — Bed Plates — Engine Columns— Reversing and Turning Gear. PART II. 
PUMPS: Air, Circulating Feed, and Auxiliary Pumps. PART HI.: SHAFTING, RE- 
SISTANCE OF SHIPS, PROPELLERS: Thrust Shaft and Thrust Block— Tunnel 
Shafts and Plummbr Blocks — Shaft Couplings— Stern Tube — The Screw Propeller — 
Construction of the Screw. PART IV. PIPES AND CONNECTIONS: General 
Remarks, Flanges, Valves, etc. — Under-water Fittings — Main Steam, Auxiliary Steam, 
and Exhaust Piping— Feed Water, Bilge, Ballast and Circulating Pipes. PART V. 
STEAM BOILERS : Firing and the Generation of Steam— Cylindrical Boilers — 
Locomotive Boilers — ^Watrr-Tubb Boilers — Small Tube Water-Tube Boilers— Smoke 
Box — Funnel and Boiler Lagging — Forced Draught— Boiler Fittings and Mountings. 
PART VI. MEASURING INSTRUMENTS. PART VII. VARIOUS DETAILS: Bolts, 
Nuts, Screw Threads, etc. — Platforms, Gratings, Ladders — Foundations— Seatings — 
Lubrication— Ventilation of Engine Rooms — Rules for Spare Gear. PART VIII. 
ADDITIONAL TABLES. 

MARINE ENGINES AND STEAM VESSELS- By 

R. Murray, C.E. Eighth Edition, thoroughly Revised, with Additions 
by the Author and by George Carlisle, C.E. Crown 8vo, cloth 45. 6d. 

MARINE INDICATOR CARDS, containing an exhaustive course 
of Indicator Diagrams specially arranged for Board of Trade First- Class 
Candidates, and also intended for the use of Marine Engineers of all 
Grades. By J. W. Sothern, M.I.E.S., Author of **The Marine Steam 
Turbine," &c. 163 pages with 180 illustrations. Medium 8vo, cloth. 

Net 5^* 

MARINE STEAM TURBINE. A Practical Description of the 
Parsons Marine Turbine as presently constructed, fitted, and run, 
intended for the use of Students, Marine Engineers, Superintendent 
Engineers, Draughtsmen, Works' Managers, Foremen Engineers, and 
others. By J. W. SOTHERN, M.I.E.S., Principal, Sothem's Marine 
Engineering College, Glasgow. Illustrated by over 180 Diagrams, Photo- 
graphs, and Detail Drawings. Third Edition, re-written up to date 
and greatly enlarged. 354 pages. Medium 8vo, cloth ... Net i^s, 6(1. 

MARINE STEAM TURBINES. Forming the Supplementary 
Volume to ** Marine Engines and Boilers." By Dr. G. Bauer, Director 
of the Vulcan Works, Stettin, and O. Lasche, Director of the A.E.G. 
Turbine Works, Berlin, assisted by E. Ludwig and H. VoGEL. 
Translated from the German and edited by M. G. S. Swallow. 214 
pages. With 103 Illustrations and 18 Tables. Medium 8vo, cloth. 

Net I OS. 6d. 

" The book is one of the best on the subject of Steam Turbine design." — Practical Eng'ineer, 
" The work is solid from first page to last, and the book is one which every student of turbine 

theory and practice, and every manufacturer of Turbine machines should add to his library."— 

Mecfuinical Engineer, 
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MASONRY DAMS FROM INCEPTION TO COM- 

PLETION» Including numerous Formulae, Forms of Specification and 
Tender, Pocket Diajjram of Forces, etc. For the use of Civil and Mining 
Engineers. By C. F. Courtney, M.Inst.C.E. 8vo, cloth ... ps. 

MASTING, MAST.MAKING, AND RIGGING OF 

SHIPS. Also Tables of Spars, Rigging, Blocks ; Chain, Wire, and 
Hemp Ropes, etc., relative to every class of vessels. By R. Kipping. 
Crown 8vo, cloth ... ... ... ... ... ... ... 2,s* 

MATERIALS AND CONSTRUCTION. A Theoretical and 

Practical Treatise on the Strains, Designing, and Erection of Works of 
Construction. By F. Campin. Crown 8vo, cloth 3S» 

MATERIALS, A TREATISE ON THE STRENGTH OF* 

By P. Barlow, F.R.S., P. W. Barlow, F.R.S., and W. H. Barlow, 
F.R.S. Edited by Wm. Humber, A.M.lnst.C.E. 8vo, cloth ... i8s, 
MATHEMATICAL TABLES* For Trigonometrical, Astrono- 
mical, and Nautical Calculations ; to which is prefixed a Treatise on 
Logarithms, by H. Law, C.E. With Tables for Navigation and Nautical 
Astronomy. By Prof. J. R. YoUNG. Crown 8vo, cloth 45* 

MEASURES: BRITISH AND AMERICAN CUSTOM- 
ARY AND METRIC LEGAL MEASURES. For Commercial and 
Technical Purposes, forming the Measure Section of Part L of " The 
Mechanical Engineer's Reference Book." By Nelson Foley, M.LN.A. 
Folio, cloth ... ... ... ... ... ... ... Net js, 6d» 

MECHANICAL ENGINEERING. Comprising Metallurgy, 

Moulding, Casting, Forging, Tools, Workshop Machinery, Mechanical 
Manipulation, Manufacture of the Steam Engine, etc. By Francis 
Campin, C.E. Third Edition. Crown 8vo, cloth 2s. 6d» 

MECHANICAL ENGINEERING TERMS- LOCKWOOD'S 

DICTIONARY. Embracing terms current in the Drawing Office^ 
Pattern Shop, Foundry, Fitting, Turning, Smiths', and Boiler Shops, etc. 
Comprising upwards of 6,000 Definitions. Edited by y. G. Horner, 
A.M.I. M.E. Fourth Edition, Revised, with Additions. Crown 8vo, cloth. 

Net 7S- 6d- 

MECHANICAL ENGINEER'S COMPANION- Areas, 

Circumferences, Decimal Equivalents, in inches and feet, millimetres, 
squares, cubes, roots, etc. ; Strength of Bolts, Weight of Iron, etc. ; 
Weights, Measures, and other Data. Also Practical Rules for Engine 
Proportions. By R. Edwards, M.Inst.C.E. Fcap. 8vo, cloth. 3s. 6d. 

MECHANICAL ENGINEER'S POCKET^ BOOK* Com- 

prising Tables, Formulae, Rules, and Data : A Handy Book of Reference 
for Daily use in Engineering Practice. By the late D. Kinnear Clark, 
M.Inst.C.E. 1913 Edition, Revised and Enlarged. By H. H. P. PowLES,. 
A.M.Inst.C.E., M.I. M.E. Small 8vo, 700 pp.. Limp cloth. ... Nei 4s. 6d. 

Mathematical Tables — Measurement of Surfaces and Solids — English Weights- 
AND Measures— French Metric Weights and Measures— Foreign Weights and Measures 
—Moneys— Specific Gravity, Weight, and Volume— Manufactured Metals— Steel Pipes- 
— BotTs and Nuts— Sundry Articles in Wrought and Cast Iron, Copper, Brass, Lead, 
Tin, Zinc— Strength of Materials— Strength of Timber— Strength of Cast Iron- 
Strength of Wrought Iron— Strength of Steel— Tensile Strength of Copper, Lead,. 
■TC— Resistance of Stones and Other Building Materials— Riveted Joints in Boiler 
Plates— Boiler Shells— Wire Ropes and Hemp Ropes— Chains and Chain Cables- 
Framing — Hardness of Metals, Alloys, and Stones —Labour of Animals— Mechanical 
Principles— Gravity and Fall of Bodies— Accelerating and Retarding Forces — Milu 
Gearing, Shafting, etc. — Transmission of Motive Power— Heat— Combustion : Fuels — 
Warming, Ventilation, Cooking Stoves— Steam— Steam Engines and Boilers— Railways 
—Tramways— Steam Ships— Pumping Steam Engines and Pumps— Coal Gas— Gas Engines^. 
ETC.— Air in Motion — Compressed Air — Hot-Air Engines— Water Power — Speed of 
Cutting Tools— Colours— Electrical Engineering. 
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MECHANICAL HANDLirsTG OF MATERIAL. A Treatise 

on the Handling of Material such as Coal, Ore, Timber, etc., b 
Automatic or Semi- Automatic Machinery, together with the Variou 
Accessories used in the Manipulation of such Plant, and Dealing full 
with the Handling, Storing, and Warehousing of Grain. By G. F. 
ZiMMER, A.M.Inst.C.E. 528 pp. Royal 8vo, cloth, with 550 Illustrations 
(including Folding Plates) specially prepared for the Work ... Net 25s. 

MECHANICS. Being a concise Exposition of the General Principles 
of Mechanical Science and their Applications. By C. Tomlinson, 
F.R.S. Crown 8vo, cloth is. 6d. 

MECHANICS CONDENSED. A Selection of Formulae, Rules, 
Tables, and Data for the Use of Engineering Students, etc. By 
W. G. C. Hughes, A.M.I.C.E. Crown 8vo, cloth as. 6d. 

MECHANICS OF AIR MACHINERY. By Dr. J. Wiesbach 

and Prof G. Herrmann. Authorised Translation with an Appendix on 
American Practice by A. Trowbridge, Ph.B., Adjunct Professor of 
Mechanical Engineering, Columbia University. Royal 8vo, cloth. 

Net 1 8s. 

MECHANICS' WORKSHOP COMPANION* Comprising 

a great variety of the most Useful Rules and Formulae in Mechanical 
Science, with numerous Tables of Practical Data and Calculated Results 
for Facilitating Mechanical Operations. By William Templeton, 
Author of " The Engineer's Practical Assistant," etc., etc. Nineteenth 
Edition, Revised, Modernised, and considerably Enlarged by W. S. 
HuTTON, C.E., Author of "The Works' Manager's Handbook," etc. 
Fcap. 8vo, nearly 500 pp., with 8 Plates and upwards of 27a.Diagrams, 

XCdC&lCX •>• ••• ••• ••• ••■ ••• ••• ••• ••• d. V^» ^^^ 

MECHANISM AND MACHINE TOOLS- By T. Baker, 

C.E. With Remarks on Tools and Machinery by J. Nasmyth, C.E. 
Crown 8vo, cloth ... ... ... ... ... ... ... 2s* 6d« 

MENSURATION AND MEASURING. With the Mensura- 

tion and Levelling of Land for the Purposes of Modern Engineering. 
By T. Baker, C.E. New Edition by E. Nugent, C.E. Crown 8vo, 

^lOLll . • . ••■ ... ... ... ••• ... ... ... mt9* UU* 

METAL PLATE WORK (PRINCIPLES & PROCESSES). 

A Text-book for Students. By Edwin G. Barrett, of the Municipal 
Technical Institute, Portsmouth. 132 pages, with 99 Illustrations. 
Crown 8 vo. Cloth \just Published. Net ^s, 6d. 

This little book is intended primarily for those sitting for the City and Guilds of London Institute 
Examination : it is written round the syllabus put forward by the examining body, and it embraces 
suggestions given out by the examiners in their Reports. 

METAL ' TURNING. A Practical Handbook for Engineers, 
Technical Students, and Amateurs. By Joseph Horner, A.M.I.Mech.E., 
Author of " Pattern Making," etc. Second Edition, Revised. Large 
Crown 8vo, cloth, with 488 Illustrations ... [Just Published. Net ps. 

Summary of Contents: — Introduction — Relations of Turnery and Machine Shop — 
Sec. I. The Lathe, its Work and Tools — Forms and Functions of Tools — Remarks on 
Turning in General — Sec. II. Turning between Centres— Centring and Driving — Use of 
Steadies— Examples of Turning Involving Lining-out for Centres — Mandrel Work — 
Sec. III. Work supported at One End — Face Plate Turning — Angle Plate Turnings- 
Independent Jaw Chucks — Concentric, Universal, Toggle, and Applied Chucks— Sec. IV, 
Internal Work — Drilling, Boring, and Allied Operations— Sec. V. Screw Cuttings and 
Turret Work — Sec. VI. Miscellaneous — Special Work — Measurement, Grinding— Tool 
Holders — Speed and Feeds, Tool Steels— Steel Makers' Instructions. 

METRIC TABLES* In which the British Standard Measures and 
Weights are compared with those of the Metric System at present in 
Use on the Continent. By C. H. DOWLING, C.E. 8vo, cloth. ios.'6d. 



20 CROSBY LOCKWOOD &* SON'S CATALOGUE, 

MILLING MACHINES : their Design, Construction, and Work- 
ing. A Handbook for Practical *Men and Engineering Students. 
By Joseph Horner, A.M.I. Mech.E., Author of "Pattern Making," 
etc. With 269 Illustrations. Medium 8vo, cloth ... Net 125. 6d. 

MOTOR CAR (THE MODERN), ITS MANAGEMENT, 

MECHANISM AND MAINTENANCE. A Practical Handbook for 
the Use of Owners and Drivers. By W. Galloway Duncan, M.I.M.E., 
M.I.A.E., Lecturer on Automobile Engineering, Willesden Polytechnic. 
Late Principal of H.M. Government School of Engineering, Dacca, 
India. Second Edition, Revised. 120 pages, with Illustrations. Crown 
8vo, cloth Net as. 6d. 

MOTOR CAR CATECHISM* Containing about 320 Questions 
and Answers Explaining the Construction and Working of a Modern Motor 
Car, with a chapter on American Cars and Motor Cycles. For the Use of 
Owners, Drivers, and Students. By John Henry Knight. Fifth 
Edition, Revised. Crown 8vo, with lUustrations ... Net is. 6d. 

MOTOR CAR CONSTRUCTION. A Practical Manual for 
Engineers, Students, and Motor Car Owners. With Notes on Wind 
Resistance and Body Design. By Robert W. A. Brewer, Fellow of 
the Society of Engineers (Gold Medallist and Bessemer Prizeman), 
Assoc.M.Inst.C.E., M.I. Mech.E., M. I. Automobile E., Author of **The 
Art of Aviation." 25c pp. With numerous Illustrations. Demy 8vo, 

CiOLll. •>• •«• ... •*■ ... •.. ••• ... dwCt ^9« 

History of the Internal Combustion Engine — Mechanical Details of Construction 
—Connecting Rods, Cranks and Valves — Valve Actuating Mechanism— Stratification — 
Thermal Efficiency — Cause and Extent of Heat Losses — Testing of Gas Engines 
and Calculations of Results — Ignition Mechanism — Power and Weight of Petrol 
Engines — Friction and Lubrication of Engines — Two-Cycle and Four-Cycle Engines 
contrasted— Clutches and Change Speed Gears — Transmission Gear — LrvB Axles, Bevel, 
and Worm Drive — The Differential Gear— Brakes — A Review of Modern Practice — 
Frames — Suspension — Front Axles and Steering Gears— Radiation — Carburation — Liquid 
Fuel — Carburetters and the Flow of Fuel — Wind Resistance and Body Design. 

MOTOR CARS FOR COMMON ROADS. By A. J. Wallis- 

Tayler, A.M.InstC.E. 212 pp., with 76 Illustrations. Crown 8vo, 

V. Iv/LIl ••• ••• ••• ••• ••• ••• ••• •*• ••• ift^* ^^%B ■ 

MOTOR CARS: THE GASOLINE AUTOMOBILE. A 

Practical Discussion of the Development and Present Status of the 
Automobile. By V. LOUGHEED, Founder Member, Society of Automo- 
bile Engineers, and MORRis A. Hall, American Society of Mechanical 
Engineers. 318 pp., profusely Illustrated Royal 8vo, cloth. 

Net 8s. 6d. 

MOTOR VEHICLES FOR BUSINESS PURPOSES- A 

Practical Handbook for those interested in the Transport of Passengers 
and Goods. By A. ]. Wallis-Tayler, A.M.InstC.E. With 134 Illus- 
trations. Demy 8vo, cloth Net gs* 

NAVAL ARCHITECT'S AND SHIPBUILDER'S 

POCKET-BOOK. Of Formulae, Rules, and Tables, and Marine 
Engineer's and Surveyor's Handy Book of Reference. By Clement 
Mackrow, M.l.N.A. Tenth Edition. Fcap., leather Net 12s. 6d. 

Signs and Symbols, Decimal Fractions — Trigonometry — Practical Geometry — 
Mensuration — Centres and Moments of Figures — Moments of Inertia and Radii 
Gyration — Algebraical Expressions for Simpson's Rules — Mechanical Principles — 
Centre of Gravity — Laws of Motion — Displacement, Centre of Buoyancy — Centre 
of Gravity of Ship's Hull— Stability Curves and Metacentres — Sea and Shallow- 
water Waves — Rolling of Ships — Propulsion and Resistance of Vessels — Speed Trials — 
Sailing, Centre of Effort— Distances down Rivers, Coast Lines — Steering and Rudders 
of Vessels — Launching Calculations and Velocities — Weight op Material and Gear 
— Gun Particulars and Weight— Standard Gauges — Riveted Joints and Riveting — 
Strength and Tests of Materials — Binding and Shearing I^resses — Strength of 
Shafting, Pillars, Wheels, etc., etc. 
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NAVAL ARCHITECTURE. An Exposition of the Elementary 
Principles. By J. Peake. Crown 8vo, cloth 3s. 6d, 

NAVIGATION AND NAUTICAL ASTRONOMY. In 

Theory and Practice. By Prof. J. R. YoUNG. Crown 8vo, cloth, is. 6d. 

NAVIGATION, PRACTICAL. Consisting of the Sailor's Sea 
Book, by J. Greenwood and W. H. Rosser ; together with Mathe- 
matical and Nautical Tables for the Working of the Problems, by 
H. Law, C.E., and Prof. J. R. Young 7s, 

PATTERN MAKING. Embracing the Main Types of 
Engineering Construction, and including Gearing, Engine Work, 
Sheaves and Pulleys, Pipes and Columns, Screws, Machine Parts, 
Pumps and Cocks, the Moulding of Patterns in Loam and Greensand, 
Weight of Castings, etc. By J. G. Horner, A.M.I.M.E. Fourth Edition, 
thoroughly Revised and much Enlarged. 420 pp. , with about 500 Illus- 
trations. Large Crown 8 vo, cloth iV^/ 7s, 6d. 

PATTERN MAKING. A Practical Work on the Art of Making 
Patterns for Engineering and Foundry Work, including (among other 
matter) Materials and Tools, Wood Patterns, Metal Patterns, Pattern 
Shop Mathematics, Cost, Care, etc., of Patterns. By F. W. Barrows. 
Fully Illustrated by Engravings made from Special Drawings by the 
Author. Crown 8 vo, cloth Net 6s» 

PETROL AIR G;AS. A Practical Handbook on the Installation 
and Working of Air Gas Lighting Systems for Country Houses. By 
Henry O'Connor, F.R.S.E., A.M.Inst.C.E., &c., author of "The Gas 
Engineer's Pocket Book.*' Second Edition, Revised and Enlarged. 
100 pages with Illustrations. Crown 8vo, cloth Net is. 6d. 

PETROLEUM MINING AND OIL-FIELD DEVELOP- 

MENT» A Guide to the Exploration of Petroleum Lands, and a 
Study of the Engineering Problems connected with the Winning of 
Petroleum. Including Statistical Data of important Oil Fields. Notes 
on the Origin and Distribution of Petroleum, and a description of the 
Methods of Utilising Oil and Gas Fuel. By A. Beeby Thompson, 
A.M.I.Mech.E., F.G.S., Author of "The Oil Fields of Russia." 384 
pages, 114 Illustrations, including 22 full-page plates. Demy 8vo, cloth. 

Net I ss* 

PIONEER ENGINEERING* A Treatise on the Engineering 

Operations connected with the Settlement of Waste Lands in New 

Countries. By E. DoBSON, M.InstC.E. Second Edition. Crown 8vo, 

C'loiu ... ••* •«• ... «.« ».« ,,. ,,, /LS9 OO* 

PNEUMATICS* Including Acoustics and the Phenomena of Wind 
Currents, for the Use of Beginners. By Charles Tomlinson, F.R.S. 
Crown 8vo, cloth ... ... ... ... ... ... ... is. 6d. 

PORTLAND CEMENT, THE MODERN MANUFAC 

TURE OF* A Handbook for Manufacturers, Users, and all interested 
in Portland Cement. By Percy C. H. West, Fellow of the Chemical 
Society and of the Society of Chemical Industry. Vol. 1. " Machinery 
and Kilns." 280 pages, with 159 Illustrations and numerous tables. 
Royal 8vo, cloth ... Net las. 6d. 

PRODUCER GAS PRACTICE (AMERICAN) AND 

INDUSTRIAL GAS ENGINEERING. By Nisbet Latta, M.Amer. 
Soc.M.E., M.Amer. Gas Inst. 558 pp., with 247 Illustrations. Demy 
4to, cloth Net i$s. 
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PRODUCER GAS. »^^^ cilsoQk% Enginesand Producer Gas Plants. 

PUBLIC WORKS CALCULATOR. Containing Tables showing 
at sight the Cubic Contents of Square or Round Stone, etc. Also Tables 
of Superficial Measure and Weight of Mild Steel Bars and Angles. 
Compiled specially for Indian and Colonial requirements by a Public 
Works Officer. Second Edition Enlarged. 7ins. x 3ins. Cloth. 

\^Just Published, Net 2s. 6d. 

PUMPS AND PUMPING. A Handbook for Pump Users. Being 
Notes on Selection, Construction, and Management. By M. Powis 
Bale, M.Tnst.C.E., M.l.Mech.E. Sixth Edition. Crown 8vo, cloth, 3S,6d. 

PUNCHES, DIES, AND TOOLS FOR MANUFACTURE 

ING IN PRESSES. By Joseph V. Woodworth. Medium 8vo, cloth, 
482 pages with 700 Illustrations Net yds* 

RECLAMATION OF LAND FROM TIDAL WATERS. 

A Handbook for Engineers, Landed Proprietors, and others interested 
in Works of Reclamation. By A. Beazeley, M.Inst.C.E". 8vo, cloth. 

Net I OS. 6d. 

RECOIL OF GUNS WITH RECOIL CYLINDERS, THE 

THEORY OF. By Professor F. Rausenberger. Specially printed 
from " Artilleristische Monatshefte." Translated by Alfred Slater. 
100 pages, with 3 Plates. Demy 8vo, cloth Net los. 6d. 

REFRIGERATION AND ICE^MAKING POCKET-BOOK. 

By A. J. Wallis-Tayler, A.M.Inst.C.E., Author of " Refrigerating and 
Ice-making Machinery,'' etc. Fifth Edition, Revised. Cr. 8vo, cloth. 

Net zs. 6d 

REFRIGERATION, COLD STORAGE, AND ICE^ 

MAKING. A Practical Treatise on the Art and Science of Refrigera- 
tion. By A. J. Wallis-Tayler, A.M.Inst.C.E. Containing the Third 
Edition of " Refrigerating and Ice- Making Machinery." Third Edition, 
Thoroughly Revised. 654 pp., 414 lUus. Medium 8vo, cloth. 

Net I OS. 6d. 

REINFORCED CONCRETE* A Handbook for Architects, 
Engineers and Contractors. By F. D. Warren, Massachusetts 
Institute of Technology, v/ith Illustrations, 271 pages. Crown 8vo cloth. 

Net I OS. 6d. 

REINFORCED CONCRETE DESIGN* A Graphical Hand- 
book by John Hawkesworth, C.E., consisting of a series of Plates 
showing graphically, by means of plotted curves, the required design for 
Slabs, Beams and Columns, under various conditions of external loading, 
together with practical examples explaining the method of using each 
Plate. With an Appendix containing the requirements of the Building 
Code of New York City in regard to Reinforced Concrete. 64 pages. 
1 5 Full- page Plates. 4to, cloth ... Net i is^ 

JIEINFORCED CONCRETE DESIGN SIMPLIFIED. 

Diagrams, Tables, and other Data for Designing and Checking accurately 
and speedily. By John C. Gammon, B.Sc. Eng. (London) ; Assoc. 
City Guilds Institute ; Member of the Concrete Institute ; Assistant 
Engineer, Public Works Department, India. With an Introduction by 
H. Kempton Dyson, Secretary of The Concrete Institute ; Lecturer on 
Reinforced Concrete, London County Council School of Building. 
-Demy 4to, cloth. 122 pages. With Thumb Index. ... Net los. 6d. 
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RIVER BARS* The Causes of their Formation, and their Treat- 
ment by " Induced Tidal Scour" ; with a Description of the Successful 
Reduction by this Method of the Bar at Dublin. By I. J. Mann, Assist. 
Eng. to the Dublin Port and Docks Board. Royal 8vo, cloth. 7s. 6d. 

ROADS AND STREETS. By H. Law, C.E., and D. K. Clark, 
. C.E. Revised, with Additional Chapters by A. J. Wallis-Tayler, 
A.M.Inst.C.E. Eighth Edition, Revised. Crown 8vo, cloth. 

[Just Published. 6s. 

ROOFS OF WOOD AND IRON. Deduced chiefly from the 
Works of Robison, Tredgold, and Humber. By E. W. Tarn, M.A., 
Architect. Fifth Edition. Crown 8vo, cloth is. 6d. 

SAFE RAILWAY WORKING. A Treatise on Railway Acci- 
dents, their Cause and Prevention ; with a Description of Modern Appli- 
ances and Systems. By Clement E. Stretton, C.E. Third Edition, 
Enlarged. Crown 8vo, cloth 3s* 6d. 

SAFE USE OF STEAM* Containing Rules for Unprofessional 
Steam Users. By an Engineer. Eighth Edition.* Sewed ... 6d. 

SAILMAKING* By Samuel B. Sadler, Practical Sailmaker, late 
in the employment of Messrs. Ratsey and Lapthome, of Cowes and 
Gosport. Second Edition, Revised. 4to, cloth ... Net 12s. 6d. 

SAILOR'S SEA BOOK* A Rudimentary Treatise on Navigation. 
By James Greenwood, B.A. With numerous Woodcuts and Coloured 
Plates. New and Enlarged Edition. By W. H. Rosser. Crown 8vo 

x«l\.ILi>l ••« ••• ••• ••• ••• ••• ••• ••• 2d« U\l« 

SAILS AND SAILMAKING* With Draughting, and the Centre of 
Effort of the Sails. Weights and Sizes of Ropes ; Masting, Rigging and 
Sails of Steam Vessels, etc. By R. Kipping, N.A. Crown 8vo, cloth 

2s. 6d. 

SCREW CUTTING FOR ENGINEERS* A Handbook for 

Practical Mechanics and Technical Students. By Ernest Pull, 
Assoc.M.Inst.Mech.E. 88 pp., with Illustrations. Crown 8vo, cloth. 

[Just Published, Net 2S. 6d. 

SCREW-THREADS, and Methods of Producing Them. With 
numerous Tables and complete Directions for using Screw- Cutting 
Lathes. By Paul N. Hasluck, Author of " Lathe-Work," etc. Sixth 
Edition. Waistcoat-pocket size is. 6d. 

SEA TERMS, PHRASES, AND WORDS (Technical Dic- 
tionary. French-English, English- French), used in the English and 
French Languages. For the Use of Seamen, Engineers, Pilots, Ship- 
builders, Shipowners, and Shipbrokers. Compiled by W. PiRRiE, late of 
the African Steamship Company. Fcap. 8vo, cloth 58. 

SEWERAGE OF SEA COAST TOWNS. By Henry C. 
Adams, A.M.Inst.C.E., M.I.Mech.E., A.M.I. E.E., M.R.San. Inst., &c. 
132 pages, with Illustrations. Crown 8vo, cloth Net 5s. 

SEWERAGE SYSTEMS. Their Design and Construction. A 
Practical Treatise upon the Principles of the Design, Construction, and 
Maintenance of Town Sewage Systems, with Examples of Existing 
Works. By HUGH S. Watson, A.M.Inst.C.E. With Legal Notes by 
Elidyr B. Herbert, Barrister- at- Law. 330 pages. Illustrated by 150 
Diagrams and Working Drawings Royal 8 vo, cloth. Net los, 6d, 
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SHIPBUILDING INDUSTRY OF GERMANY* Compiled 

and Edited by G. Lehmann-Felskowski. With Coloured Prints, Art 
Supplements, and numerous Illustrations throughout the text. Super- 
royal 4to, cloth Net los. 6d* 

SHIPS AND BOATS* By W. Bland. With numerous Illus- 
trations and Models. Tenth Edition. Crown 8vo, cloth ... 15. M. 

SMITHY AND FORGE* Including the Farrier's Art and Coach 
Smithing. By W, J. E. Crane. Crown 8vo, cloth as. 6d* 

STATIONARY ENGINE DRIVING* A Practical Manual 

for Engineers in Charge of Stationary Engines. By Michael 
Reynolds, M.S.E. Eighth Edition. Crown 8vo, cloth 3s. 6d. ; 
cloth boards ... ... ... ... ... ... ... 4^* ^d» 

STATIONARY ENGINES* A Practical Handbook of their 
Care and Management for Men-in-Charge. By C. HuRST. Crown 8vo. 

Net IS. 

STEAM: THE APPLICATION OF HIGHLY SUPER^ 

HEATED STEAM TO LOCOMOTIVES. Being a reprint from a 
Series of Articles appearing in " The Engineer.'* By Robert Garbe, 
Privy Councillor, Prussian State Railways. Translated from the German. 
Edited by Leslie S. Robertson, Secretary of the Engineering Standards 
Comnyttee, M.Inst.C.E., M.I.Mech.E., M.InstN.A., etc. Medium 8vo, 

ClOllJ ... ... ••* ... ... ... ... ••• £ i9» UCI« 

''The book is one that no engineer whose work b in connection with locomotives can afford 
to be without." — Practical Enatnetr. 

" A word of praise is due to Mr. Leslie Robertson for the able way in which he has edited 
this book. ' — Engineer. 

STEAM AND THE STEAM ENGINE. Stationary and 

Portable. Being an Extension of the Treatise on the Steam Engine of 
Mr. J. Sewell. By D. K. Clark, C.E, Fourth Edition. Crown 8vo, 
ciom .•• ... ... ... ... •.. ... ... ^9* ou* 

STEAM AND MACHINERY MANAGEMENT- A Guide 

to the Arrangement and Economical Management of Machinery, with 
Hints on Construction and Selection. By M. Powis Bale, M.Inst.M.E. 
Crown 8vo, cloth ... ... ... ... ... ... ... as. 6d« 

STEAM ENGINE- A Practical Handbook compiled with especial 
Reference to Small and Medium-sized Engines. For the Use of Engine 
Makers, Mechanical Draughtsmen, Engineering Students, and users of 
Steam Power. By Herman Haeder, C.E. Translated from the German, 
with additions and alterations, by H. H. P. PowLES, A.M.I.C.E., M.I.M.E. 
Fourth Edition, Revised. With nearly 1,100 Illustrations. Crown 8vo, 
cloth [Just Published. Net ys. 6d* 

"This is an excellent book, and should be in the hands of all who are interested .ki the construction 
and design of medium-sized stationary engines. ... A careful study of its contents and the arrange- 
ment of uie sections leads to the conclusion that there is probably no other book like it in this country. 
The volume aims at showing the results of practical experience, and it certainly may claim a complete 
achievement of this idea." — Nature. 

STEAM ENGINE. A Treatise on the Mathematical Theory of, 
with Rules and Examples for Practical Men. By T. Baker, C.E. 
Crown 8vo, cloth ... ... ... ... ... ... ... is, 6d« 

STEAM ENGINE* For the Use of Beginners. By Dr. Lardner. 
Crown 8vo, cloth ... ... ... ... ... ... ... 15, 5<i, 
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STEAM ENGINE* A Text-Book on the Steam Engine, with a 
Supplement on Gas Engines and Part II. on Heat Engines. By T. M. 
GOODEVE, M.A., Barrister-at-Law, Professor of Mechanics at the Royal 
College of Science, London ; Author of " The Principles of Mechanics." 
" The Elements of Mechanism," etc. Fourteenth Edition. Crown 8vo, 

V»XWIH ■•■ •■• ... ... ... ... ••• .•• ■•■ \MO» 

STEAM ENGINE (PORTABLE) : ITS CONSTRUE 

TION AND MANAGEMENT. A Practical Manual for Owners and 
Users of Steam Engines generally. By W. D. Wansbrough. 180 
pages, with 118 Illustrations. Demy 8vo, cloth. 

STEAM ENGINEERING IN THEORY AND PRACTICE* 

By Gardner D. Hiscox, M.E. With Chapters on Electrical Engineer- 
ing. By Newton Harrison, E.E., Author of "Electric Wiring, Dia- 
grams, and Switchboards." 450 pages. Over 400 Detailed Engravings. 

Net I2S. 6d. 

Historical — Steam and its Properties— Appliances for the Generation of Steam 
— Types of Boilers— Chimney and its Work — Heat Economy ok the Feed Water- 
Steam Pumps and Their Work — Incrustation and its Work — Steam above Atmospheric 
Pressure — Flow of Steam from Nozzles— Superheated Steam and its Work — Adiabatic 
Expansion of Steam — Indicator and its Work — Steam Engine Proportions — Slide 
Valve Engines and Valve Motion — Corliss Engine and its Valve Gear — Compound 
Engine and its Theory — Triple and Multiple Expansion Engine — Steam Turbine — 
Refrigeration — Elevators and Their Management — Cost of Power— Steam Engine 
Troubles— Electric Power and Electric Plants. 

STEAM TURBINE. See Marine Steam Turbine. 

STONE BLASTING AND QUARRYING. For Building 

and other Purposes. With Remarks on the Blowing up of Bridges. 
By Gen. Sir J. Burgoyne, K.C.B. Crown 8vo, cloth is. 6d. 

STONE QUARRYING AND THE PREPARATION OF 
STONE FOR THE MARKET* By Allan Greenwell, 

A.M. Inst. C.E., and Dr. J. V. Elsden, D.Sc 564 pp., fully Illus- 
trated. Medium 8vo, cloth [Just Published. Net i2s^ 6d, 

STONE^WORKING MACHINERY. A Manual dealing with 
the Rapid and Economical Conversion of Stone. With Hints on the 
Arrangement and Management of Stone Works. By M. Powis Bale, 
M.lnst.C.E. Crown 8vo, cloth ps. 

STRAINS, HANDY BOOK FOR THE CALCULATION 

OF. In Girders and Similar Structures and their Strength, Consisting 
of Formulae and Corresponding Diagrams, with numerous details for 
Practical Application, etc. By William Humber, A. M.lnst.C.E., etc 
Sixth Edition. Crown Svo, with nearly 100 Woodcuts and 3 Plates, 

VrlLILU ... ... ... ... ... ... ... ... 79« vUa 

STRAINS ON STRUCTURES OF IRONWORK- With 

Practical Remarks on Iron Construction. By F. W. Sheilds, 
M.lnst.C.E. Svo, cloth 58. 

SUBMARINE TELEGRAPHS* Their History, Construction, 
and Working, together with an appendix on "Wireless Telegraphy." 
Compiled from Authoritative and Exclusive Sources. By Charles 
Bright, F.R.S.E., M.lnst.C.E., M.I.Mech.E., M.I.E.E. Super royal 
Svo, nearly Soo pages, fully Illustrated, including a large number of Maps 
and Folding Plates, strongly bound in cloth Net £$ ^s, 

SUPERHEATED STEAM, THE APPLICATION OF, TO 

LOCOMOTIVES. 5^^ Steam. 
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SURVEYING AS PRACTISED BY CIVIL ENGINEERS 

AND SURVEYORS. Including the Setting-out of Works for Construc- 
tion and Surveys Abroad, with many Examples taken from Actual 
Practice. A Handbook for Use in the Field and the Office, intended also 
as a Text-book for Students. By John Whitelaw, Jun., A.M.Inst.C.E., 
Author of " Points and Crossings." With about 260 Illustrations. Second 
Edition. Demy 8 vo, cloth Net los. 6d, 

Surveying with the Chain only— Surveying with the Aid of Angular Instruments- 
Levelling— Adjustment of Instruments— Railway (including Road) Surveys and Setting 
Out— Tacheometry or Stadia Surveying — Tunnel Alignment and Setting Out— Surveys 
for Water Supply Works — Hydrographical or Marine Surveying — Astronomical Observa- 
tions used in Surveying — Explanation of Astronomical Terms— Surveys Abroad in 
Jungle, Dense Forest, and Unmapped Open Country — Trigonometrical or Geodetic 
Surveys. 

SURVEYING SHEETS FOR PROFESSIONAL AND 

EDUCATIONAL USE. A series of 26 Blank Ruled Forms for use in 
the Field, of which 20 are ruled under the following headings : — Chaining ; 
Traverse ; Prismatic Compass ; Tacheometer ; Setting-out Curve ; 
Levelling. By a Professional Instructor. Oblong royal 8vo, paper wrapper 
with stiff back... Netvs.^CL* 

SURVEYING, LAND AND ENGINEERING. For Students 

and Practical Use. By T. Baker, C.E. Twentieth Edition, by F. E. 
Dixon, AM.InstCE. With Plates and Diagrams. Crown 8vo, as. 

SURVEYING, LAND AND MARINE. In Reference to the 

Preparation of Plans for Roads and Railways ; Canals, Rivers, Towns 
Water Supplies ; Docks and Harbours. With Description and Use of 
Surveying Instruments. By W. Davis Haskoll, C.E. Second Edition, 
Revised, with Additions. Large Crown 8vo, cloth ps. 

SURVEYING, LAND AND MINING. As applied to 

Collieries and other Mines. For Students, Colliery Officials and Mine 
Surveyors. By G. L. Leston. 308 pp., with 207 Illustrations, and 3 
folding Plates. Large crown 8vo, cloth Net 6s. 

SURVEYING, PRACTICAL* A Text-book for Students Pre- 
paring for Examinations or for Survey Work in the Colonies. By 
George W. Usill, A.M.InstC.E. Tenth Edition, thoroughly Revised 
and Enlarged by Alex. Beazeley, M.Inst. C.E. With 4 Lithographic 
Plates and 360 Illustrations. Large crown 8vo, 7s. 6d. cloth ; or, on 
thin paper, leather, gilt edges, rounded corners, for pocket use. i is. 6d. 

Ordinary Surveying — Surveying Instruments — Trigonometry required in Surveying 
— Chain-Surveying — Theodolite Surveying — Traversing — Town-Surveying — Levelling — 
Contouring— Setting out Curves — Office Work — Land Quantities — Colonial Licensing 
Regulations — Hypsometer Tables — Introduction to Tables of Natural Sines, etc. — 
Natural Sines and Co-Sines— Natural Tangents and Co-Tangents — Natural Secants 
and Co-Secants. 

SURVEYING, TRIGONOMETRICAL. An Outline of the 

Method of Conducting a Trigonometrical Survey. For the Formation of 
Geographical and Topographical Maps and Plans, Military Recon- 
naissance, Levelling, etc. By Lieut. -General Frome, R.E. Fourth 
Edition, Revised by Major-General Sir Charles Warren. With 19 
Plates and II 5 Woodcuts. Royal 8vo, cloth i6s. 

SURVEYING WITH THE TACHEOMETER. A Practical 

Manual for the Use of Civil and Military Engineers and Surveyors, 
including two series of Tables specially computed for the Reduction of 
Readings in Sexagesimal and in Centesimal Degrees. By Neil 
Kennedy, M.Inst. C.E. 112 pp. With Diagrams and Plates. Third 
Edition, Revised. Demy 8vo, cloth Net los, 6d. 
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SURVEY PRACTICE. For Reference in Surveying, Levelling, 
and Setting-out ; and in Route Surveys of Travellers by Land and Sea. 
With Tables, Illustrations, and Records. By L. D'A. JacKSON, 
A.M. Inst. C.E. Third Edition. 8vo, cloth 125. 6d. 

SURVEYOR'S FIELD BOOK FOR ENGINEERS AND 

MINING SURVEYORS. Consisting of a Series of Tables, with Rules, 
Explanations of Systems, and Use of Theodolite for Traverse Surveying 
and Plotting the work with minute accuracy by means of Straight Edge 
and Set Square only ; Levelling with the Theodolite, Setting-out Curves 
with and without the Theodolite, Earthwork Tables, etc. By W. Davis 
Haskoll, C.E. With numerous Woodcuts. Fifth Edition, Enlarged. 
Crown 8vo, cloth ... ... ... ... ... ... ... I2S« 

TECHNICAL TERMS, ENGLISH^FRENCH, FRENCH^ 

ENGLISH J A Pocket Glossary ; with Tables suitable for the Archi- 
tectural, Engineering, Manufacturing, and Nautical Professions. By 
John James Fletcher. Fourth Edition, 200 pp. Waistcoat- pocket 
size, limp leather ... ... ... ... ... ... ... is. 6d. 

TECHNICAL TERMS, ENGLISH^GERMAN, GERMAN^ 

ENGLISH: A Pocket Glossary suitable for the Engineering, Manu- 
facturing, and Mining Industries. Compiled by J. G. Horner, 
A.M.I.Mech.E., Translated by Otto Holtzmann, Member of the Office 
of the ** Illustrated Technical Dictionaries in Six Languages." 300 pp., 
Waistcoat-pocket size. Limp leather. ... \^Just Published, Net ^s. 

TECHNICAL TERMS, ENGLISH^SPANISH, SPANISH. 

ENGLISH : A Pocket Glossary suitable for the Engineering, Manufactur- 
ing, and Mining Industries. By R. D. Monteverde, B.A. (Madrid). 
316 pp. Waistcoat-pocket size, limp leather AV/ as. 6d. 

TELEPHONES; THEIR CONSTRUCTION, INSTAL^ 

LATION, WIRING, OPERATION AND MAINTENANCE. A 
Practical Reference Book and Guide for Electricians, Wiremen, Engi- 
neers, Contractors, Architects, and others interested in Standard Tele- 
phone Practice. By W. H. Radcliffe and H. C. Gushing, Jr. 
180 pages. With 125 Illustrations. Fcap. 8vo, cloth ... Net 4«- ^^' 

TELEPHONES: FIELD TELEPHONES FOR ARMY 

USE J INCLUDING AN ELEMENTARY COURSE IN ELECTRI- 
CITY AND MAGNETISM. By Lieut E. J. Stevens, R.A., 
A.M.I.E.E., Instructor, School of Signalling, Aldershot, Late Instructor 
in Electricity, Ordnance College, Woolwich. Second Edition, Revised 
and Enlarged. Crown Svo, cloth, 138 pp. With Illustrations 

Net 2s. 6d. 

Batteries — Electrical Circuits — Magnetism — Induction — Microphones and Re- 
ceivers — Portable and Field Telephone Sets — Self-Induction, Inductive Capacity — 
Stevens-Lyon Signal Lamp, etc. 

TELEPHONY: A COMPREHENSIVE AND DETAILED 

EXPOSITION OF THE THEORY AND PRACTICE OF THE 
TELEPHONE ART. By. Samuel G. McMeen, Memb. Am. Inst. 
Electrical Engineers, and Kempster B. Miller, Memb. Am. Inst. 
Electrical Engineers. 950 pp., with 670 Illustrations. Royal Svo, cloth. 

Net 17s. 

•»• Graphic in its treatment, this work is easy to understand, and will add to the knowledge of 
the experienced telephone operator. It covers the Installation, maintenance and operation of all 
types of telephone systems. 

TELEPHONY* See also Wireless Telephony and Wireless 
Telegraphy. 
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THREE PHASE TRANSMISSION* See Electrical Trans- 
MISSION OF Energy. 

TOOLS FOR ENGINEERS AND WOODWORKERS. 

Including Modem Instruments of Measurement. By Joseph Horner, 
A.M.Inst.M.E., Author of " Pattern Making,*' etc. Demy 8vo, with 
456 Illustrations Net 9s. 

TOOTHED GEARING. A Practical Handbook for Offices and 
Workshops. By J. HORNER, A.M.I.M.E. Second Edition, with a New 
Chapter on Recent Practice. With 184 Illustrations. Crown 8vo, cloth. 

6s. 

TRAMWAYS: THEIR CONSTRUCTION AND WORK^ 

ING, Embracing a Comprehensive History of the System ; with an 
exhaustive Analysis of the Various Modes of Traction, including Horse 
Power, Steam, Cable Traction, Electric Traction, &c ; a Description of 
the Varieties of Rolling Stock ; and ample Details of Cost and Working 
Expenses. New Edition, thoroughly revised, and Including the Progress 
recently made in Tramway Construction, etc. By D. Kinnear Clark, 
M.InstC.E. With 400 Illustrations. 8vo, 780 pp. buckram ... a8s. 

TRUSSES OF WOOD AND IRON. Practical Applications 
of Science in Determining the Stresses, Breaking Weights, Safe Loads, 
Scantlings, and Details of Construction. With Complete Working 
Drawings. By W. Griffiths, R.I.B.A. Oblong 8vo, cloth. 4s. 6d. 

TUNNELLING. A Practical Treatise. By Charles Prelini, C.E. 
With additions by Charles S. Hill, C.E. With 150 Diagrams and 
Illustrations. Royal 8vo, cloth Net 165. 

TUNNELLING, PRACTICAL. Explaining in detail Setting-out ' 
the Works, Shaft-sinking, and Heading-driving, Ranging the Lines and 
Levelling underground, Sub-Excavating, Timbering and the Construction 
of the Brickwork of Tunnels. By F. W. SIMMS, M.Inst.CE. Fourth 
Edition, Revised and Further Extended, including the most recent (1895) 
Examples of Sub-aqueous and other Tunnels, by D. Kinnear Clark, 
M.InstC.E. With 34 Folding Plates. Imperial 8vo, cloth ... £2 as. 

TUNNEL SHAFTS* A Practical and Theoretical Essay on the 
Construction of large Tunnel Shafts. By J. H. Watson Buck, 
M.Inst. C.E., Resident Engineer, L. and N. W. R. With Folding Plates, 

OW, V<lUlll ... ... ... ... •«• ..« ... ... a 2S« 

WAGES TABLES. At 54, 52, 50 and 48 Hours per Week. Show- 
ing the Amounts of Wages from One quarter of an hour to Sixty-four 
hours, in each case at Rates of Wages advancing by One Shilling from 
4J. to 55^. per week. By Thos. Garbutt, Accountant. Square Crown 
8vo, half-bound ... ... ... . . ... ... ... ... 6s. 

WATER ENGINEERING. A Practical Treatise on the Measure- 
ment, Storage, Conveyance, and Utilisation of Water for the Supply of 
Towns, for Mill Power, and for other Purposes. By Charles Slagg, 
A.M.Inst.C.E. Second Edition. Crown 8 vo, cloth 7s. 6d. 

WATER, FLOW OF. A New Theory of the Motion of Water 
under Pressure and in Open Conduits and its practical Application. By 
Louis Schmeer, Civil and Irrigation Engineer. 234 pages, with Illus- 
trations. Medium 8vo, cloth Net i^s. 6d. 
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WATER, POWER OF* As Applied to Drive Flour Mills and to 
give Motion to Turbines and other Hydrostatic Engines. By Joseph 
Glynn, F.R.S., etc. New Edition. Illustrated. Crown 8vo, cloth 35. 

WATER SUPPLY OF CITIES AND TOWNS. By 

William Humber, A.M.Inst.C.E. and M. Inst. M.E., Author of "Cast 
and Wrought Iron Bridge Construction," etc., etc. Illustrated with 5a 
Double Plates, i Single Plate, Coloured Frontispiece, and upwards of 
250 Woodcuts, and containing 400 pp. of Text Imperial 4to, elegantly 

and substantially half-bound in morocco Net £6 6s. 

LIST OF CONTENTS:— I. Historical Sketch of some of the Means that have 

BEEN adopted FOR THE SUPPLY OF WaTER TO ClTIES AND ToWNS — II. WaTER AND THE 

Foreign Matter usually Associated with it. — III. Rainfall and Evaporation. — IV. 
Springs and the Water-bearing Formations of Various Districts. — V. Measurement 
AND Estimation of the Flow of Water. — VI. On the Selection of the Source op 
Supply.— VII. Wells.— VIII. Reservoirs.— IX. The Purification of Water.— X. Pumps. — 
XI. Pumping Machinery. — XII. Conduits. — XIII. Distribution of Water.— XIV. Meters, 
Service Pipes, and House Fittings. — XV. The Law and Economy of Water Works. — 
XVI. Constant and Intermittent Supply. — XVII. Description of Plates — Appendices, 
giving Tables of Rates of Supply, Velocities, etc, etc., together with Specifications 
OF Several Works Illustrated, among which will be found : Aberdeen, Bidepord, 
Canterbury, Dundee, Halifax, Lambeth, Rotherham, Dublin, and others. 

" The most systematic and valuable work upon water supply hitherto produced in English, or in 
any other language. Mr. Humber's work is characterised almost throughout by an exhaustiveness 
much more distinctive of French and German than of English technical treatises." — Engineer. 

WATER SUPPLY OF TOWNS AND THE CON- 
STRUCTION OF WATERWORKS. A Practical Treatise for the 
Use of Engineers and Students of Engineering. By W. K. Burton, 
A.M.Inst.C.E., Consulting Engineer to the Tokyo Waterworks. Third 
Edition, Revised. Edited by Allan Greenwell, F.G.S., AM.InstC.E., 
with numerous Plates and Illustrations. Super-royal 8vo, buckram. 25s. 

I. Introductory. — IL Different Qualities of Water. — I IL Quantity of Water to be 
Provided. — IV. On Ascertaining whether a Proposed Source of Supply is Sufficient. — V, 
On Estimating the Storage Capacity Required to be Provided. — VI. Classification of 
Waterworks. — VII. Impounding Reservoirs. — VIII. Earthwork Dams. — IX. Masonry 
Dams. — X. The Purification of Water. — XI. Settling Reservoirs. — XII. Sand Filtra- 
tion. — XIII. Purification of Water by Action of Iron, Softening of Water by Action of 
Lime, Natural Filtration. — XIV. Service or Clean Water Reservoirs— Water Towers — 
Stand Pipes. — ^XV. The Connection of Settling Reservoirs, Filter Beds and Service 
Reservoirs.— XVI. Pumping Machinery.— XVII. Flow of Water in Conduits— Pipes ani> 
Open Channels.— XVIII. Distribution Systems. — XIX. Special Provisions for the Extinc- 
tion OF Fires. — XX. Pipes for Waterworks.— XXI. Prevention of Waste of Water. — 
XXII. Various Appliances used in Connection with Waterworks. 

Appendix I. By Prof. John Milne, F.R.S. — Considerations Concerning the Probable 
Effects of Earthquakes on Waterworks and the Special Precautions to be taken in 
Earthquake Countries. 

Appendix II. By John De Rijke, C.E.— On Sand Dunes and Dune Sands as a Source of 
Water Supply. 

" We congratulate the author upon the practical commonsense shown in the preparation of this 
work. . . . The plates and diagrams have evidently been prepared with great care, and cannot 
fail to be of great assistance to the student." — Builder. 

WATER SUPPLY, RURAL* A Practical Handbook on the 
Supply of Water and Construction of Water Works for small Country 
Districts. By ALLAN GREENWELL, A.M.Inst.C.E., and W. T. CURRY, 
A.M.lnst.C.E., F.G.S. With Illustrations. Second Edition, Revised. 
Crown 8vo, cloth ... ... ... ... ... ... ... 55* 

" The volume contains valuable information upon all matters connected vrith water supply. . . . 
It is full of details on points which are continually before water« works engineers." — Nature. 

WELLS AND WELL-SINKING. By J. G. Swindell, A.R.LB.A., 
and G. R. Burnell, CE. Revised Edition. Crown 8vo, cloth as. 
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WIRELESS TELEGRAPHY: ITS THEORY AND 

PRACTICE* A Handbook for the use of Electrical Engineers, Students, 
and Operators. By James Erskine-Murray, D.Sc, Fellow of the 
Royal Society of Edinburgh, Member of the Institution of Electrical 
Engineers. Fourth Edition, Revised and considerably Enlarged. 450 
pages, with 195 Diagrams and Illustrations. Demy 8vo, cloth. 

Net 1 05. 6d. 

Adaptations of the Electric Current to Telegraphy — Earlier Attempts at Wire- 
less Telegraphy — Apparatus used in the Production of High Frequency Currents — 
Detection of Short-Lived Currents of High Frequency by means of Imperfect 
Electrical Contacts— Detection of Oscillatory Currents of High Frequency by 
their Effects on Magnetised Iron — Thermometric Detectors of Oscillatory Currents 
OF High Frequency — Electrolytic Detectors and Crystalline Rectifiers — The 
Marconi System — The Lodge-Muirhbad System — ^The Fessenden System — The Hozier- 
Brown System — Wireless Telegraphy in Alaska — The De Forest System — Thb 
PouLSEN System — The Telefunken System — The Level and other Shock-Excitation 
Systems — Directed Systems— Some Points in the Theory of Jigs and Jiggers— On 
Theories of Transmission — World- Wave Telegraphy — Adjustments, Electrical 
Measurements and Fault Testing — On the Calculation oi» a Syntonic Wireless 
Telegraph Station — Tables and Notes. 

". . . . A serious and meritorious contribution to the literature on this subject. The Author 
brings to bear not only great practical knowledge, gained by experience in the operation of wireless 
telegraph stations, but also a very sound knowledge of the principles and phenomena of physical 
science. His work is thoroughly scientific in its treatment, shows much originality throughout, and 
merits the close attention of all students of the subject." — Engineering. 

WIRELESS TELEPHONES AND HOW THEY WORK. 

By James Erskine Murray, D.Sc, F.R.S.E., M.I.E.E., Lecturer on 
Wireless Telegraphy and Telephony at the Northampton Institute, 
London ; Fellow of the Physical Society of London ; Author of " Wire- 
less Telegraphy,'' and Translator of Herr Ruhmer's "Wireless Tele- 
phony.'' Second Edition, Revised. 76 pages. With Illustrations and 
Two Plates. Crown 8vo, cloth Net is. 6<l. 

How WE Hear — Historical— The Conversion of Sound into Electric Waves — Wireless 
Transmission — The Production of Alternating Currents of High Frequency — How the 
Electric Waves are Radiated and Received — The Receiving Instruments — Detectors — 
Achievements and Expectations —Glossary of Technical Words — Index. 

WIRELESS TELEPHONY IN THEORY AND PRAO 

TICE. By Ernst Ruhmer. Translated from the German by 
J. Erskine-Murray, D.Sc, M.I.E.E., etc. Author of "A Handbook 
of Wireless Telegraphy." With numerous Illustrations. Demy 8vo, 
cloth... Net los. 6d» 

" A very full descriptive account of the experimental work which has been carried out on Wireless 
Telephonv is to be found in Professor Ruhmer's book. . . . The volume is profusely illustrated 
by both photographs and drawings, and should prove a useful reference Work for those directly or 
indirectly interested in the subject.' — Nature. 

"The explanations and discussions are all clear and simple, and the whole volume is a very- 
readable record of important and interesting work." — Engineering. 

WORKSHOP PRACTICE^ As applied to Marine, Land, and 
Locomotive Engines, Floating Docks, Dredging Machines, Bridges, 
Shipbuilding, etc. By J. G. Winton. Fourth Edition, Illustrated. 
Crown 8 vo, cloth ... ... ... ... ... ... ... 35. 6d. 

WORKS' MANAGER'S HANDBOOK. Comprising Modem 

Rules, Tables, and Data. For Engineers, Millwrights, and Boiler 
Makers ; Toolmakers, Machinists, and Metal Workers ; Iron and Brass 
Founders, etc. By W. S. HUTTON, Civil and Mechanical Engineer. 
Author of " The Practical Engineer's Handbook," Seventh Edition, 
carefully Revised and Enlarged. Medium 8vo, strongly bound 15s. 

Stationary and Locomotive Steam-Engines, Gas Producers, Gas-Engines, Oil-Engines, 
ETC.— Hydraulic Memoranda: Pipes, Pumps, Water-Power, etc.— Millwork : Shafting, 
Gearing, Pulleys, etc. — Steam Boilers, Safety Valves, Factory Chimneys, etc. 
— Heat, Warming, and Ventilation — Melting, Cutting, and Finishing Metals — 
Alloys and Casting— Wheel-Cutting, Screw-Cutting, etc. — Strength and Weight of 
Materials — Workshop Data, etc 



